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GOODS FOR EXPORT 
The fact that goods made of raw materials in short supply 
owing to war conditions are advertised in this paper should not 
be taken as indicating that they are available for export 





NOTICE TO SUBSCRIBERS 
Consequent on further paper rationing, new subscribers cannot 
be accepted until further notice. Any applications will be put on 
a waiting list which will be dealt with in rotation in replace- 
ment of subscribers who do not renew their subscriptions 





POSTING ‘“‘ THE RAILWAY GAZETTE” OVERSEAS 


We would remind our readers that there are many overseas 
countries to which it is not permissible for private individuals to 
send printed journals and newspapers. THE RAtLway GAZETTE 
possesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 





REDUCTION IN SIZE OF PAGE 


To economise in paper our readers will observe a slight reduc- 
tion in the size of THE RaAlLWway GAZETTE in that the size of the 
page has been reduced from 9 in. X 12 in. to 84 in. X 11% in. 
The type area of the page remains the same, namely, 7 in. xX 
10 in., but the surrounding margins have been reduced. This 
of course detracts from the appearance of the paper, but is one of 
the exigencies of the war 


TO CALLERS AND TELEPHONERS 


Until further notice our office hours are: 
Mondays to Fridays 9.30 a.m. till 5.30 p.m. 
The office is closed on Saturdays 








ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
it is no longer possible for us to answer enquiries involving 
research, ov to supply dates when articles appeared in back 
numbers, either by telephone or by letter 





ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
due to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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Post-War Controls 


HE Government appears to be fully alive to the twin 

dangers of deflation and inflation which may face this 
country in the years immediately after the war. The Chan- 
cellor of the Exchequer in the second reading of the Finance 
Bill, declared that one of the main objectives of the post-war 
period must be so to direct the change-over from war to 
peace as to maintain full and active employment and thus 
avoid foolish waste of our productive resources. Pointing 
out that it would be essential to avoid anything in the 
nature of deflation and no less necessary to avert the more 
immediate danger of a serious inflationary movement, Sir 
Kingsley Wood declared that to secure these objects much of 
our wartime system of control would have to continue into 
peacetime. The Chancellor is obviously on good ground in 
determining that the change-over must be made with due 
safeguards, and in view of the reasons for the present posi- 
tion in which industry finds itself, the responsibility for 
ensuring that the transition is effected smoothly must rest 
with the Government. Nevertheless the steady relaxation 
and ultimate cessation of controls which have been accepted 
by industry solely as a result of the exigencies of the war 
should also be part of the Government’s post-war pro- 
gramme. There is obviously a temptation for any Govern- 
ment, once it has secured a grip, to maintain its hold after 
the necessity jis passed. Indeed, from the viewpoint of the 
great bureaucracy which has grown up since Governmental 
interference with industry began to assume its wartime 
proportions, it will be a sad day when the time comes for its 
members to seek more useful and productive employment. 
But that time must surely come if this country is not to 
follow the totalitarians. 

sac == 


Value of Individualism 

In these days, when the tendency is all too often towards 
size in commerce and industry as in tanks and bombs, it is 
apt to be overlooked that at base the greatness of this nation 
is to be found in a multitude of small, efficient, and energetic 
undertakings, rather than in a few mammoths. During a 
period of war there is, no doubt, something to be said for 
co-ordination, rationalisation, or concentration, to meet the 
special circumstances of the times, and probably for some 
time after the war a considerable degree of co-ordination 
and co-operation between units in the same or similar indus 
tries will be necessary to take the best advantage of the 
opportunities which will then arise, and also to overcome 
the disabilities inherent in a wartime period. Nevertheless, 
it is vital to the future wellbeing of British industry that 
the claims of the smaller units should not be overlooked, 
and that their readjustment to changed political, economic, 
and social circumstances, which many expect to see after 
the war, should be safeguarded. A striking case in point 
which comes readily to mind is the wide diversity of indi- 
vidual units, which together combine to form the British 
engineering industry, and which obviously wili be among 
those most seriously affected by the change-over from war 
to peace. 

sac om 

Transport and Strategy 

In a recent broadcast Mr. P. J. Noel-Baker, Parliamentary 
Secretary to the Ministry of War Transport, dealt with 
transport in the strategy of the war, and pointed out one 
of our major problems was how to get our increasing armies 
and their vast equipment to the battle fronts and maintain 
them there. At home trains and lorries had to be waitihg 
at the ports to deal with cargoes as they came ashore; 
workers had to be taken to the factories as the raw materials 
came in; finished arms had to be delivered to the men who 
used them. All this was part of a single system and it all 
had to be planned together; a breakdown at any one stage 
slowed up the rest. On the railways there were fewer loco- 
motives than when the war began, for large numbers had 
been sent to Persia and elsewhere. Nearly 90,000 of our 
skilled railway workers had joined the Forces, but the rail- 
ways had a heavier load to carry than ever before. Trans- 
port was vital to victory in the war; it was the limiting 
factor in our power to hit the enemy now. After outlining 
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many of the means taken to ease the strain on transport 
Mr. Noel-Baker said it was essential that transport should 
be turned round in the shortest possible time. A saving of 
15 per cent. in the turn-round time of goods trucks would 
yield an extra capacity of 100,000 trucks. 


Overseas Railway Traffics 

Considerable variations are noticeable in the traffic returns 
of the British-owned Argentine railways for the 43rd and 44th 
weeks of the financial year. Increases are again being shown 
on the Buenos Ayres & Pacific which records an improvement 
of 129,000 pesos for the two weeks after a series of decreases, and 
Buenos Ayres Great Southern figures for the same period are 
288,000 pesos up, bringing the aggregate increase to date to 
over 10,000,000 pesos. On the Argentine North Eastern the 
gain in the two weeks is 195,900 pesos and on the Entre Rios 
it is 169,500 pesos. The loss of 732,500 pesos in the past two 
weeks on the Central Argentine goes against an improvement 
of 729,750 pesos in the corresponding weeks a year ago, and 
the two weeks’ decrease of 312,000 pesos this year on the 
Buenos Ayres Western contrasts with a gain of 322,000 pesos 
at this time last year. 
Inc.or 


decrease 
+1,021 


Aggregate 
traffic 


Inc. or 
decrease 
+ 85 


No. of 

week 
Buenos Ayres & Pacific* wes 44th 
Buenos Ayres Great Southern* 44th +106 
Buenos Ayres Western*® al 44th —259 
Central Argentine® ... enn 44th ~ 344 


£ £ £ £ 
18th 1,367,400 +249,800 15,653,200 +3,239,800 
* Traffic returns in thousands of pesos 


Weekly 


Canadian Pacific 


Gross earnings of the Canadian Pacific Railway for the 
first quarter of 1942 showed an increase of {2,446,437 or 
26-9 per cent., and the net earnings were higher by £292,721 
or 17-2 per cent. 

Sasa 


The Results of Vacillation 

The debate on fuel rationing in the House of Commons, 
on May 7, provided an excellent example of the result of 
bureaucratic muddle. The speech of the President of the 
Board of Trade in which he outlined the parlous position into 
which the British coal-mining industry has fallen was chiefly 
remarkable for the fact that he adduced in support of rationing 
all the arguments which for the past two years have been 
advanced to the Government in an endeavour to induce it 
to prevent the position which has now arisen. The Govern- 
ment’s solution involves the creation of a new army of tem- 
porary civil servants, armed with forms and creating a new 
series of coupons. Small wonder that the House of Commons 
and the public are opposed to the postulated rationing scheme. 
In the past it was a ready excuse for lack of coal in various 
areas that the railways could not carry the fuel. There is 
no truth in any suggestion of this kind now, for despite the 
heavy demands*which are made on the railways, they are 
carrying efficiently every ton of coal that can be produced. 
The production of coal is directly related to the manpower 
employed, and as the Government in these days is the final 
arbiter on the allocation of manpower, it must accept the sole 
responsibility for the sufficiency or otherwise of the nation’s 
coal supplies. The result of its dealings with the coal in- 
dustry can afford no encouragement to those who would wish 
Government interference extended to industry generally. 


asec om 

C.P.R. Prospects 

Mr. D. C. Coleman, the new President of the Canadian Pacific 
Railway, presiding at the recent annual meeting of the com- 
pany, reviewed the prospects for the present year and made 
it clear that the directors would continue their conservative 
policy as to the distribution of dividends on the ordinary 
shares, which have received nothing since 1932. In the first 
quarter of 1942 the increase in gross earnings amounted to 
$12,232,184 or 26-9 per cent., working expenses advanced by 
$10,768,579 or 29-2 per cent., and net earnings were higher 
by $1,463,605 or 17-2 per cent. During the remainder of 
the year he expected only a moderate increase in net earnings 
from railway operations, and he thought it improbable that 
other income would be much, if any, higher than in 1941. 
Fixed charges would be somewhat lower owing to the retire- 
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ment of obligations which had taken place. The directors 
must, however, take into consideration the large indebted- 
ness that would mature during the next few years, and the 
impossibility of predicting with any certainty what would 
be the future results of operations, and the market conditions 
under which any refunding would have to take place. In the 
circumstances, therefore, the directors considered that the 
time had not yet arrived when a disbursement on the ordinary 
shares would be in the best interests of the holders. Pro. 
vision has been made in the accounts for a special reserve to 
meet expenditure on permanent way and structural work 
which has been postponed till after the war. 
* 


Timekeeping to Order 

The standard of timekeeping with passenger trains in the 
United States is high, and, despite extremes of temperature 
considerably wider than those in this country, many long- 
distance trains, including the fastest streamline services, 
regularly maintain ‘‘ on time ’’ records of over 90 per cent. 
Recovery of lost time, where this is possible without 
infringement of speed restrictions—the observance of which 
is carefully checked by the extensive use of self-recording 
speed indicators—is not merely encouraged, but is expected 
of the drivers, who may be penalised if they fail without 
adequate reason to recover losses. In the April 10 issue of 
THE RaiLway GAZETTE, at pages 450 and 454, reference was 
made to an enquiry instituted by the New York Public Ser- 
vice Commission into various features of working on the 
New York Central System which had been the subject of 
complaint, and into the measures that had been taken by the 
railway to improve its services. Apparently, however, the 


timekeeping still leaves something to be desired, as the 
commission on February 19 directed that any N.Y.C. train 
running in the State of New York which fails in any given 
quarter of the year to arrive at destination within 5 min. of 
schedule time on at least 80 per cent. of its runs shall have 
its schedule lengthened sufficiently to ensure punctuality. In 
stating this decision, the commission remarked, ‘‘ Next to 


safety, there is no greater responsibility of a railroad than 
to render reasonably dependable service.”’ 


U.S.A. Railway Material Position 

Disquieting aspects of the present material situation for 
the American railways are, it is stated, the enormous require- 
ments for ferrous and non-ferrous metals which have sud- 
denly been thrown on the manufacturing industry, and the 
further dislocations this will create in the routine to which 
the railways and railway supply manufacturers have been 
accustomed. The pressure on consumers to order further 
and further ahead as deliveries become slower and slower— 
the effect of which is to reduce further the supply of some 
needed materials—will certainly be intensified and ‘some of 
the railways will not undertake large programmes until all 
the material is on hand. Encouraging aspects of the situa- 
tion are the wider appreciation of the importance of the 
railways among agencies responsible for the conduct of the 
war, their resourcefulness in meeting emergencies and the 
improvements which have already been made in organisations 
to handle the present problem. Steps have been taken 
already to simplify the production of scarce materials by 
reducing the width of plates for freight vehicles and curtailing 
to thirteen the permissible number of types of wagons to be 
ordered; delays in timber supply can be’reduced by using 
multiple lengths for wagons. The railways have also begun 
to prepare more accurate estimates of their requirements, 4 
necessary step in present circumstances. 

sas a= 


Engine Shed Maintenance 

Certain atmospheric conditions which obtain in engine 
sheds are often not greatly dissimilar from those in tunnels, 
but whereas in tunnels these conditions are difficult to deal 
with, in the engine-shed careful attention to design, ventila- 
tion, and insulation will minimise their effects. The import- 
ance of insulation is not perhaps fully realised. A roof that 
is not insulated presents a cold surface which collects 
moisture by the condensation of escaping steam, especially 
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in the coldest months of the winter. The timber in the roof 
absorbs this moisture, which contains sulphuric acid derived 
fom the sulphur in the fumes from engine fireboxes, and 
the deterioration of the timber as well as the corrosion of any 
steelwork in the roof, are thereby hastened; the drippings 
from the roof can also be a nuisance, but this may be con- 
siderably reduced if the temperature of the roof is kept ata 
more even level by insulation. Another considerable advan- 
tage is in the added comfort of the shed staff, who work in 
warmer winter conditions and cooler conditions in summer 
ina shed that is both insulated and well ventilated. A con- 
tributor to our American contemporary Railway Engineering 
& Maintenance remarks in this connection that as yet there 
are no statistics available as to the increased efficiency of 
engine-shed staffs or their freedom from occupational disease 
in sheds that are well lighted, ventilated, and air-conditioned, 
and that this is a subject deserving of serious study. 


American Locomotive Casuaities 


The annual report to the American Interstate Commerce 
Commission of.Mr. John F. Hall, director of the Bureau of 
Locomotive Inspection, for the year ended June 30, 1941, 
discloses a slight decrease in the total number of casualties, 
but a slight increase in the number of locomotives reported 
for defects of various kinds. The original act authorising these 
inspections became effective on July 1, 1911, but applied 
only to boilers; an amendment, effective from the second half 
of 1916, extended the inspection to the entire locomotive, 
and so greatly broadened the scope of the bureau’s work. 
The worst year was 1923, in which 65 per cent. of the loco- 
motives inspected were found defective in some respect, but 
by 1932 the percentage had been brought down from 65 to 8; 
since then it has varied from 8 to 12; the 1939 and 1941 per- 
centages were both 9, and the 1940 percentage was 8. 
Casualties dropped from 1,632 in 1923 to 165 in 1932; since 
then 1937 has been the worst year, with 308, but by 1940 the 
number was 243, and in 1941 it was 197. In 1939, 33,490 
defects were found and reported; in 1940 32,677; and in 1941 
37,691; in the same three years the number of locomotives 
ordered out of service by the bureau’s inspectors was 468, 487, 
and 560 respectively, out of a total of 105,606, 102,164, and 
105,675 inspected. In 1941 there were eleven boiler explo- 
sions, all caused by law water and overheating of the crown 
sheet, four of which alone caused 11 deaths and 29 cases of 
injury. Altogether 12 persons were killed and 64 injured in 
43 accidents caused by boiler failures. Temporary locomotive 
repairs, made in the hope that a locomotive will succeed in 
finishing its turn of duty, and that more adequate repairs 
may be possible at a more convenient time, are strongly 
discouraged in this report. 


Raiiways and Music 


Comment has been made frequently on the curious but 
unmistakable affinity between railways and music, which has 
inspired such compositions as Honegger’s “‘ Pacific 231,’’ or 
has caused many eminent organists of cathedrals and 
churches in our own country to become railway ‘‘ fans ’”’ 
with no small degree of enthusiasm, or has shown itself in 
numerous other ways. American railways apparently reverse 
the process, and take active steps to encourage the musical 
propensities of their patrons, when the latter foregather in 
their largest numbers at the large terminal stations, many 
of which, with their fine buildings and large concourses, are 
well suited to the staging of musical performiances. Once 
again last Christmas the Pennsylvania Railroad arranged 
organ concerts twice daily for over a month at the Pennsyl- 
vania station in New York; over the Christmas season itself 
these were combined with recitals by well-known choral 
societies. The same thing was done at a number of other 
stations, including Chicago Union Terminal, and in many 
cases passengers were invited to join in community carol sing- 
ing. It is of interest that the organs used were of the modern 
electronic type, which function through loud speakers and 
tan be amplified to any volume desired; they were located 
in the main waiting rooms, but the music was distributed 
widely over the premises of each station by means of 
amplifiers. 


THE RAILWAY GAZETTE 563 


Railway Stockholders and the Agreement 


AFTER the publication of the White Paper giving an 

estimate of the net pool revenue of the controlled rail- 
ways for 1941, we outlined in our issue of May 1 various 
important considerations which, should be borne in mind in 
connection with criticisms that the railway boards had made 
a bad bargain for their shareholders in negotiating the revised 
financial arrangements with the Government which became 
operative on and from January 1, 1941. Suggestions have 
since been made that the substantial excess of the net revenue 
of the pool for 1941 over the fixed annual payment to the 
controlled undertakings, a matter of nearly £22 millions, 
would justify, and probably result in, a revision of the agree- 
ment. It is of interest, therefore, to record that on May 5, 
in the House of Commons, the Chancellor of the Exchequer 
was asked what precedent there is for the Treasury appro- 
priating the profits of any industry to its own use before 
interest has been paid on the fixed charges of that industry ; 
and whether he could state the amount of railway preference 
stock that-had not received the fixed rate of interest, and the 
amount of capital that had received no return. He was also 
asked whether, in view of the fact that the Treasury had 
secured a profit of over £21,000,000 under the Railway Control 
Order, the Chancellor would consider a revision of the terms, 
in justice to the large number of stockholders throughout the 
country. 

Mr. Noel Baker, the Parliamentary Secretary to the Ministry 
of War Transport, in his reply stated it was the Government’s 
view that as under the agreement the railway companies are 
secured fixed annual payments which considerably exceed 
their immediate pre-war net revenues, it was a fair and reason- 
able corollary that if the actual earnings exceeded the total 
of the fixed annual sums, any such excess should inure to the 
Exchequer. On the question of dividends he remarked that, 
in addition to the receipts under the control agreement, the 
undertakings have other receipts not within the control 
arrangement and the rates of dividends paid out of the total 
revenues are a matter for the respective boards of directors. 
In 1941, however, full rates of dividend or interest were not 
paid on approximately £92 millions of railway preference 
stocks and London Transport “‘C”’ stock, and about {£79 
millions of railway ordinary stocks received no dividend. 
He then added that no revision of the agreement is con- 
templated. 

It is, of course, within the realms of possibility that with 
many munition factories and other wartime establishments 
now coming into full production, the pool earnings for 1941 
may be exceeded during the current year given freedom from 
any major disturbing factor, such as invasion or widespread 
damage to railways. Should this prove to be the case, however, 
it would still remain true that the advantages or disadvantages 
of the agreement to the railway stockholders cannot be judged 
in proper perspective until the end of the control period. It 
is well to remember that Colonel Llewellin, the former Joint 
Parliamentary Secretary to the Ministry of War Transport, 
when commending the revised agreement to the House of 
Commons, on October 22, 1941, stressed the fact that control 
is to be continued for at least a year after the war ends, and 
added, ‘‘ indeed, until such time as the statutory machinery 
for the fixation of the level of charges can again become 
effective,’’ a phrase which at least suggests that control 
might last appreciably longer than twelve months after the 
end of the war. His conclusion that the Government had 
given the railways a square deal and the taxpayers a fair 
deal cannot, we suggest, be controverted on the basis of a 
single year’s working. The results.in any case make it 
abundantly clear that statements that the railways are 
profiteering at the expense of the nation are entirely without 
foundation, particularly when consideration is had to the 
fact that the rental paid by the Government for the controlled 
railways during the last war averaged /46,800,000 a year, 
and this remuneration did not include the use of the under- 
ground railways or London buses or trams. 

So far as the post-war position is concerned, it has to be 
borne in mind that the railway companies are now being 
increasingly directed by the Ministry of War Transport and 
Railway Executive Committee to adopt certain policies 
which may conceivably affect adversely their post-war revenue 
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earning capacity. Examples of these are the withdrawal of 
first-class accommodation in the London suburban area; the 
reduction of the workmen’s rail fares to the level of the road 
fares in certain districts, and the recent announcement that 
the majority of restaurant cars and buffet cars are to be 
withdrawn on and from May, 27. These points, it is safe to 
assume, will be kept well in mind by the railway boards in 
connection with any negotiations as to the post-war position 
of their undertakings. 


The Maintenance of Railway Wagons 


HE most recently issued Journal of the Institution of 
Locomotive Engineers contains a report of the reading 
of a paper entitled ‘‘ Notes on Railway Wagon Mainten- 
ance ’’ by Mr. P. J. Murphy, Divisional Mechanical Engineer 
of the Buenos Ayres & Pacific Railway, at a meeting of the 
South American Centre of the institution held at the work- 
shops of that company at Alianza, Buenos Aires. The 
author had many interesting things to say on the various 
aspects of railway wagon upkeep and these were fully 
debated in the discussion that followed the reading of the 
paper. The remarks of Mr. D. S. Purdom, of the Chief 
Mechanical Engineer’s Department of the same railway, pro- 
vided in our view a valuable contribution to the discussion, 
and both the paper itself and the subsequent debate reached 
a level fully in accordance with the high standards associated 
with the Institution of Locomotive Engineers’ proceedings. 
That speaker rightly asserted that only within the last ten or 
fifteen years had railway mechanical engineers become really 
‘ wagon conscious.’’ One thing which undoubtedly brought 
wagon maintenance into greater prominence than previously 
was the common-user system of wagon interchange. That 
system was put into use early in 1937, and from the traffic 
point of view was hailed as the solution to many of the most 
tantalising difficulties. The mechanical departments, how- 
ever, were not so optimistic, and after nearly three years of 
existence it was decided that the expected success had not 
been borne out in practice, and therefore the system was 
stopped. 

The author quite rightly awarded prominence in his paper 
to the hot-box problem. That, Mr. Purdom said, would pre- 
sumably always be present, to some extent at least, until 
the Utopian day when all wagons would have roller bearings. 
It might seem optimistic to suggest that even with roller 
bearings all troubles would cease, but in support of such a 
theory it is of interest to note that up to September 30, 
1940, the Drewry diesel railcars of the Southern and Western 
railways in two years had been responsible for 47} million 
axle-km. without .a single case of axlebox trouble of any 
kind, and those cars are fitted with roller bearings. The 
results obtained by the .Pacific railway as to the reduction 
of hot boxes would have to be considered highly satisfac- 
tory and it was doubtful if any other railway in the Argen- 
tine could produce authentic figures which were comparable. 
On the Southern and Western railways the problem was 
being tackled energetically and the results so far had been 
satisfactory, especially on the former system; however, it 
was not contended that perfection had been attained. In 
1938-39, the number of hot boxes on the Southern railway 
wagons was reduced by 9-2 per cent. compared with 1937-38 
and in 1939-40 by 28-9 per cent. compared with 1938-39. 
It was expected that a further substantial reduction would 
result during the current financial year. 

That improvement was attributed to a number of factors, 
among them the following:—Closer supervision; insistence 
on proper waste-packing methods; improved bearing metal 
and improved metalling methods; frequent tamping-up of 
waste between periodical revisions; and intensified use of 
revision and light repair sidings. Certain features of the 
Pacific railway wagon stock had amply justified the far- 
sighted point of view of their original designers. The adop- 
tion of a standard size of 7 ft. 6 in. between journals allowed 
for fairly long shoulders between the wheel bosses and the 
inner radii of the journals. That long shoulder, combined 
with efficient packing, kept out the dust much better than in 
those cases where the design permitted of a very short 
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shoulder. The long shoulder, in turn, necessitated the use 
of a larger axlebox, and those of the Pacific railway were 
roomy and easily packed. 4 

The author mentioned that on that railway the work 
done on wagons in the light-repair depots was restricted 
to what could be done in one day. On the Southern and 
Western lines there was no such restriction and much 
heavier repairs were frequently undertaken. For one thing, 
it was not always possible or convenient to get the corre. 
sponding shunting work done. The figure of 2 per cent, of 
Pacific railway wagon stock out of service under, or wait- 
ing, repairs was very satisfactory. It would be interesting to 
know if the total on which that was based included those 
wagons laid aside or only on those considered as actually in 
service. The partly welded bogie mentioned in the paper 
was of particular interest. Anything which can be done to 
reduce the number of separate parts in a wagon bogie is to 
be recommended. That has been fully recognised in North 
America where the latest wagon bogies are conspicuous by 
their few components. ¢ 


Canadian Pacific Railway Company 


THE report of this company for the year 1941, which has 

just been issued, shows that the directors have continued 
their conservative financial policy. Net results after payment 
of dividends on. preference stock were $29,318,650, ‘which 
provided an ample margin for a dividend on the ordinary 
capital stock. The directors decided, however, not to declare 
any dividend on this stock, considering that greater benefit 
would inure to the shareholders through the further 
strengthening of the financial resources of the company than 
from a disbursement of current income. They point out 
that the increase in earnings during the last two years has 
been due almost entirely to wartime activity and cannot be 
depended upon as a true indication of future results. Gross 
earnings in 1941 increased by $50,481,156, or 29-5 per cent., 
in comparison with 1940. Freight earnings advanced by 
$41,569,461, or 30-6 per cent. They were exceeded only in 
1928, when the greatest grain movement in the history of 
the company occurred. Passenger earnings improved by 
$6,895,040, or 37-5 per cent., and were the highest since 
1930. Excluding taxes, the increase in working expenses was 
$31,095,766, or 61-6 per cent. of the increase in gross earnings, 
and the operating ratio (excluding taxes) of 71-65 per cent., 
against 74-61 per cent. in 1940, was the lowest since 1917. 
Some financial results are compared below :— 


1940 1941 


Freight earnings 135,001,653 17,401,1 14 
Passenger earnings ... 18,401,748 25,296,788 
Gross earnings : sae init 170,964,897 221,446,053 
Working expenses (including taxes) 135,325,459 175,488,517 
Net earnings 35,639,438 45,957,536 
Other income 10,692,163 13,382,059 
Total income... 46,331,601 59,339,595 


Under “ other income ”’ there was an increase in dividends 
of $342,672, and the operation of ocean and coastal steam- 
ships together resulted in a net profit of $2,788,297, a decrease 
of $287,612 due to fewer ocean vessels being in operation. 
Coastal steamship net earnings improved by $387,628. Deduc- 
tions from total income included $24,228,698 for fixed charges, 
$749,465 for interest on ‘‘ Soo”’ bonds, and $5,042,782 for 
preference dividends, leaving a balance transferred to profit 
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and loss account of $29,318,650, compared with $15,102,274 | 


in 1940. Transportation expenses in 1941 rose by $14,152,798 | 
In spite of higher labour, fuel, 9 


in comparison with 1940. 


eens 


and material costs, the ratio of transportation expenses to 9 
gross earnings was the lowest on record, being 32-62 per cent. 


as against 33-97 per cent. in 1940. 


stock and facilities, a high degree of efficiency was main- 
tained, as indicated by the following averages: freight train 
load 1,759 tons; freight train fuel consumption 98 pounds 
per 1,000 gross ton miles; freight train speed 17-2 miles an 
hour; freight car movement 46-20 miles per car day; freight 
car load 31-86 tons; 30,312 gross ton miles per freight train 
hour; and 74-33 revenue passenger miles per train mile. 


Although the special § 
traffic conditions made unprecedented demands on rolling 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


A Tribute from Rio 


Rio de Janeiro 
December 10, 1941 
To THE EDITOR oF THE RartLway GAZETTE 

$ir,—I cannot fail to offer my hearty congratulations on the 
high standard which THE RaiLtway GAZETTE has maintained under 
what we all realise have been very difficult and arduous conditions 
during the last year. Please be assured that this effort meets with 
} the sincere and unstinted appreciation of all railwaymen abroad 
and in particular of 

Yours sincerely, 


BRAZILIAN RAILWAY OFFICER 


Government and Industry after the War 


London, S.W.1. 
April 21 
To THE EpIToR oF THE Rai~tway GAZETTE 


Sir,—-A propos of your editorial remarks under the above heading, 

it may be opportune to recall the following paragraph, attributed 

jt0 the late Lord Northcliffe and published in The Times of 

| November 4, 1918. 

‘The cessation of hostilities will leave the world short of 
food, short of transport, short of raw materials. The machinery 
that has regulated these during the war will have to be kept 
in action beyond the war. It is a world problem that 
can only be settled on a war basis. " 

That warning fell on deaf ears 





Yours faithfully, 
G. L. BOAG 


“Q 1” Class Locomotives, Southern Railway 


Staines, April 21 
To THE EDITOR OF THE Raitway GAZETTE 
Sir,—With the new Southern Railway ‘‘ Ql ”’ class locomotives 
described in your issue of April 17, Mr. Bulleid has certainly 
embarked on a new design which, it must be admitted, is far from 
tandsome, even though its 30,000 Ib. tractive effort is remarkable 
ss compared with the 25,000 Ib. of the ‘‘ King Arthur ”’ 4-6-0s. 
Surely the new S.R. engines, which seem to be based on American 
minciples, need not be so conspicuously ugly ? Surely the lines 
if*C1 ”’ could have been smoother and more like a railway loco- 
notive than a traction engine? One other point—has the new 
SR. system of locomotive notation any advantages over the old ? 
The ‘‘ Merchant Navy ” locomotives are designated ‘‘ 21C”’ class, 
wut the new 0-6-0 is “‘Q1”’ class, not “‘C”’ as might be expected— 
his does not seem consistent. Surely anyone seeing the “ Ql ” 
xomotive can see it is an 0-6-0 without having to go through the 
iphabet and count on one’s fingers to work it out? Finally, 
i 0-4-4 locomotive would be a “‘ 2B”’ class, but so also would be 
i4-4-0—a big difference which cannot be distinguished. 


Yours faithfully, 
Al 


(As to our correspondent’s criticism of the appearance of the 
tw ‘‘ Ol” class locomotive, we would remark, ‘‘ Handsome is as 
undsome does.’”’ Moreover, although some students of art in 
komotive design still favour the old masters, the cubist and post- 
apressionist schools also have many adhertnts. As to classifica- 
hon, the ‘‘ QO1”’ indicates the class and sub-class from the design 


” 


jpont of view for Locomotive Department use, whereas the ‘ C 
sa simple representation of the wheel arrangement only for 
rating purposes.—ED. R.G.] 


Timber for Railway Sleepers 
Millars’ Timber & Trading Co. Ltd., 


Pinners Hall, 
Great Winchester Street, E.C.2 
May 1 
i To THE EpIToR OF THE RartLway GAZETTE 








3ir,—In the article in your journal of January 3 on the above 
ject, the author omitted any reference to what is probably the 
mst hardwood sleeper of all, namely, Jarrah from Western 
stralia. This fine timber possesses all the qualities required not 
} lly for sleepers, but for crossing and bridge timbers, as well as for 
Meral engineering and constructional work. Jarrah ~- contains 
perties in its natural state which makes it very durable and 

factically immune from the attack of white ants and marine borers, 














4 


THE RAILWAY GAZETTE 


565 


and also from the effects of damp, dry rot, and fungoid growth. | It 
doesn’t require any preservative as in the case of softwood sleepers. 

The fire-resisting properties of Jarrah are well known and this 
makes it particularly suitable for use with electric traction, especially 
in tunnels, where the result of an outbreak of fire would be most 
serious. The London Underground railways use practically nothing 
but Jarrah and when, recently, some were removed to enable the 
pits at the stations to be built they were found to be almost as good 
as the day they were put down, over 30 years ago ; and very large 
quantities have also been used in this country on the main lines. + 

Jarrah is also used most extensively throughout the world, 
especially in those countries where climatic conditions are very 
severe on timber, such as in the tropics. 

Practically the whole of the network of lines in South Africa is 
laid on Jarrah sleepers, as is the case in China, Ceylon, and other 
tropical and semi-tropical countries and, at the present time, this 


- valuable wood is playing a not inconsiderable part in the war 


effort. 
Yours truly, 
MILLARS’ TIMBER & TRADING CO. LTD. 
A. W. BIRD, 


Managing Director 


Half-size Single Journey Passenger Tickets 


Southern Railway, 
Audit Accountant’s Office, 
Dorking North Station 
May 8 
To THE EpiTtor oF THE Raitway GAZETTE 


Sir,—I have read with interest the recent references in your 
own and other publications relative to the introduction by the 
L.M.S.R. of half-size tickets for single journeys, and it may be 
of interest to recall other points in this connection. 

Such tickets were first introduced on the London & South 
Western Railway in 1917, during the last war, and the arrange- 
ment was continued for 18 years; it was dropped in 1935, but 
during the intervening period upwards of 50 millions such 
tickets had been printed and issued to the public. The arrange- 
ment was re-introduced by this company in May, 1940, and we 
can fully vouch for its usefulness as a means of securing 
economies both in material and labour. 

The idea originated in 1917 with the Foreman of the London & 
South Western Ticket Printing Shop—Mr. G. Buchan—who still 
lives and enjoys his: retirement. 

Yours faithfully, 
A. E. MOORE, 


Audit Accountant 








Use oF LOUDSPEAKERS AT RAILWay STATIONS.—A new broad- 
cast technique is being developed in the prosaic purlieus of 
British railway stations. No small measure of broadcast talent 
has been found among station staffs in putting to good account 
the public address system with which so many of our important 
junctions are now equipped. Fortunately, no stereotyped 
methods have been evolved, and the different broadcast formule 
of different stations furnish a diverting study. At Reading, for 
example, the arrival of an express is heralded by a thrice- 
repeated ‘‘ Reading, Reading, Reading,’’ in a somewhat chilly 
and minatory tone that suggests ‘‘ all hope abandon, ye who 
enter here,’’ but which is followed by some most useful infor- 
mation as to the next connections for those who desire to get 
away from ‘‘ Reading, Reading, Reading,’’ while there is yet 
time, and at what platform their trains are to be found. At 
York the passenger is greeted by the announcement ** This—is— 
York,” in grave and measured accents which confirm that the 
very last word on the subject has been said. At Stoke-on-Trent 
the announcers are evidently by way of being bons viveurs, for 
when the approaching express bears into view, they invariably 
tell the thronging passengers on the platforms exactly where the 
restaurant cars are to be found. Watford informs the traveller 
precisely how late his train is running, but croons the informa- 
tion into his ear in so winsome a way that all his ill feelings are 
exorcised at once. There is only one further use to which these 
loudspeakers could be put, and the suggestion is a serious one. 
It is to tell the passengers well before the arrival of an express 
where to stand on the platform in order to be near the coaches 
in which there is most room. Such information, which is generally 
known to the station staff, would often prevent a train from 
leaving with empty seats at the front and standing passengers 
at the back. 






































































































Mr. Vernon Gattie, prosecuting counsel 
in a case at London Sessions recently, said 
that he was authorised to say that losses 
by theft from the L.M.S.R. alone 
amounted to £1,000 a day. 


* * * 


The motorcar trip from Lima up the 
Andes—*‘ up the hill,” as the Peruvians 
put it—is the most hair-raisingly dramatic 
I ever took. You climb the blue-grey ribbon 
of asphalt through tunnels and chasms of 
savagely aggressive rock coloured every- 
thing from amber to magenta. It is the 
only road in the world whereon you rise 
from sea-level to 15,948 ft. in 85 miles. 
You crawl from your car at Ticlio, the crest 
of the pass, and try to walk a step, and 
then collapse with a crimson roaring in 
your eyes and an exploding blackness in 
your ears from the suddenly realised assault 
of that incredible tropical altitude. The 
dimensions of Peru are acute and sharp. 
From sea-level to 16,000 ft. in 2$ hours. 
But from Lima to Iquitos on the Amazon, 
roughly 650 miles, it will take two weeks, 


unless you fly.—From “Inside Latin 
America,” by John Gunther. 
*” * * 
A STANDING INVITATION 
‘Come to _ Blankenberghe! ”’ The 


bundle of paper salvage awaiting collection 
was wrapped in a large pink sheet adver- 
tising the delights of a summer holiday at 
Blankenberghe. “The Hotel ae 
proclaimed, “ offers every modern comfort. 
Comfortable lounges, reading and writing 
rooms, spacious dining rooms, cosy cock- 
tail bar, lifts. First-class concerts on the 
magnificent terrace overlooking promenade 
and sea. An excellent cuisine adds to the 
reputation of the hotel, whose well-chosen 
English-speaking staff will make you feel 
‘at home.’ You may bathe direct from 
the hotel.”” The leaflet was one of those 
which Belgian hotel proprietors used to 
shower upon inquirers about Continental 
holidays, and it was issued in 1939. We 
may be sure that the German occupation 
has done nothing to diminish the sincerity 
of the appeal to Britishers to ‘‘ Come to 
Blankenberghe.’’—From ‘‘ The Yorkshire 
Post.”' 


* * * 


THE HANGMAN’s CoRD 

Sample strap-hangers of cord have been 
installed in an Underground coach. The 
cord is encased in a spiral spring to give 
rigidity, and has a ball fitting at the end. 
It is hoped that these will in due course 
replace rubber strap-hangers in all Under- 
ground stock. 


* * * 
SouTH AFRICAN RAILWAYS AND WAR 
EFFORT 
Mr. C. M. Hoffe, General Manager for 


Railways & Harbours, after announcing 
recently that shelters are to be provided 
at Durban Harbour at a cost of £15,000 
and at Table Bay at a cost of £10,000, 
said that the whole strength of the railways 
was engaged in the war effort. 

* * * 


A JUGOSLAV STATION NAME 


A small wayside railway station in 
southern Jugoslavia (now in Bulgarian 
occupation) has been renamed, not in 


Bulgarian, as might have been expected, 
but by a name of unmistakable German 
appearance and sound. The station con- 
cerned is Voj}voda Babunski on the stan- 
dard-gauge line branching off at Veles 
from the Belgrade-Skoplje-Salonica main 
line, and leading via Bitolj in a south- 
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THE SCRAP HEAP 


westerly direction, to the Jugoslav frontier 
station of Kremenica on the Greek border. 
Vojvoda Babunski station is 31 km. (19 
miles) to the south-west of Veles. The 
Bulgarians have now renamed Vojvoda 
Babunski station as Kleinmann, after the 
Secretary of State in the German Ministry 
of Transport. 
* * + 

Passengers who have no small change 

can now be turned off trams in Berlin. 


Women ticket collectors representative 

of the four main-line companies. Left 

to right: G.W.R., L.N.E.R., L.M.S R.., 
and S.R. 


Grim USE OF A TUNNEL 

According to the Evening Standard an 
eminent Swiss doctor has accused the 
Germans of killing their own wounded 
who are beyond hope of recovery. He 
claims to have been in a hospital train from 
the Eastern front which was stopped at the 
entrance to a tunnel while the staff were 
ordered to put on their respirators—‘‘ for 





. 
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an exercise.’ The train then drew into 
the tunnel and remained standing for half 
an hour. On emerging, the wounded men 
were found to be dead. Before the train 
entered the tunnel, the doctor had been 
told that the wounded were in gas-proof 
compartments. 
x - x 


THE OLD VALUE FOR MONEY 

Throwing a shilling on the counter, the 
old gentleman ordered a pint of beer, 
and then, addressing himself to a young 
soldier, declared with feeling and a touch 
of asperity: ‘‘ Young man, when I was 
your age I could buy with this shilling 
a haircut, a shave, an ounce of tobacco, 
half a dozen boxes of matches, a pint of 


beer (better than this), and a special 
whisky.’’ He paused, drank, and pro- 
ceeded: ‘‘ One haircut 2d., shave 1Id., 


six boxes of matches 1d., ounce of tobacco 
3d., pint 2d., special whisky 3d. And 
how much would that cost today? It 
would cost you six shillings. I don’t 
know how they can expect people to pay 
it. . . . Fill this again, please, Miss.’’— 
From ‘‘ The Yorkshire Post.’’ 


* * * 
RETURN OF THE TOWN CRIER ? 
Daily newspapers in Eire may shortly 
disappear. Even on the present basis of 
13-8 per cent. of normal consumption, 
supplies of newsprint cannot last beyond 
September unless more can be imported, 
and at present all available shipping space 
is being devoted to wheat. 
* * * 


TuRPIN Days AGAIN 
Motor transport difficulties have become 
so acute in Eire that Lord Adare proposes 
to run a stage coach between Limerick 
and Adare. If this proves to be a com- 
mercial success coaches will be put on 
other routes.—From the ‘‘ Newcastle 


Journal.” 
* * * 


The Minister of Supply stated recently 
that the cut of 10 per cent. in permitted news- 
print consumption by newspapers is equiva- 
lent to a reduction of 26,000 tons a year in 
imports. 

* * 

Erith Food Committee was recently 
told about a retailer who had to give 
up business because the number of forms 
he had to fill in made him “‘ dithery.”’ 
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[Reproduced by permission of the proprietors of “Punch” 
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OVERSEAS RAILWAY AFF AIRS 


(From our special correspondents) 


WESTERN AUSTRALIA 


New Coal Contracts 

The Western Australian Railways use 
practically 100 per cent. local coal pro- 
duced at Collie. Coal is supplied from 
five mines, of which four are controlled 
by one company, namely, Amalgamated 
Collieries Limited, and the other by the 
Griffin Coal Mining Company. The amal- 
gamated company supplies 90 per cent. 
of the department’s requirements and the 
Griffin company the balance. The 90 per 
cent. supplied by the amalgamated com- 
pany represents about 85 per cent. of 
the company’s total output. 

Up to February 28, 1941, the price for 
coal from the Amalgamated Collieries was 
a fixed price based on the result of a 
reference by the company and _ the 
department to arbitration in 1934, but 
subject to adjustment on account of 
variations in wages or industrial condi- 
tions brought about by competent 
authority, such as basic wage alterations, 
industrial awards, etc., also by rise or fall 
in output in respect of certain constant 
items of expenditure. The arbitrator was 
Mr. Justice Davidson, of the Supreme 
Court of New South Wales. 

The previous contract with Amalga- 
mated Collieries Limited was terminated 
on February 28, 1941, and after further 
arbitration proceedings before Mr. Justice 
Davidson, a new contract has now been 
entered into with retrospective effect to 
March 1, 1941, for the period March 1, 
1941, to March 31, 1943, and continu- 
ing thereafter until determined by three 
months’ notice. The new contract has 
increased the price of locomotive coal of 
a calorific value of 10,000 b.t.u. and over 
by approximately 9d. a ton and will 
result in increasing the department’s fuel 
costs by approximately £11,000 a year. 


Financial Results 


Ihe operations of the Western Austra- 
lian Government Railways for the half 
year July-December, 1941, showed earn- 


ings of £1,979,800, working expenses, 
£1,487,258, and _ interest, £515,800, 
resulting in a loss of £23,258. The loss 


for the corresponding periods of 1940 
and 1939 were £104,806 and £224,675, 
respectively. Earnings for the period in- 
creased by £186,500 compared with the 
previous year, and working expenses were 
£101,552 greater. The percentage of 
working expenses to: earnings was 75-12 
in 1941 and 77-27 in 1940. Coaching 
earnings accounted for £117,330 of the 
increase; heavy passenger traffic, due to 
existing conditions, was largely respon- 
sible. Goods earnings increased by nearly 
£50,000, and receipts from livestock and 
miscellaneous were ‘also higher. 

On the expenditure side a new item, 
payroll tax, involved £29,568 for the six 
months. This payroll tax, which com- 
menced on July 1, 1941, is a tax insti- 
tuted by the Commonwealth Government 
to recoup payments made by _ the 
Government under the new Child Endow- 
ment scheme, and is payable by all em- 
ployers. It will involve the Railway 
Department in approximately £60,000 a 
year. Other large increases in expendi- 
ture for the six months in 1941 compared 
with 1940 were basic wage £44,000, and 
fuel £30,000; the latter figure was due to 
additional train mileage run to earn the 


- 


additional revenue. The train mileage 
for the period totalled 3,251,582 
(3,078,716 in the corresponding period of 
1940). Earnings a train mile were 
146-13d. (139-8d. in the preceding year) 
and expenditure a train mile 109-78d. 
(108-02d. in the preceding year). 


UNITED STATES 


Lackawanna Earnings 


In 1941 the Delaware, Lackawanna & 


Western RR. succeeded in reducing its 
debt by $4,652,000, including the repay- 


ment to the Reconstruction Finance Cor- 
poration and to the bank of loans, of 
$2,000,000 and $900,000 respectively, as 
well as $933,681 arrears of taxation to the 
State of New Jersey ; the reduction in the 
debt has saved $75,000 in annual interest. 
Gross revenue increased by 18 per cent. 
to $61,111,360. The President of the line, 
Mr. William White, has pointed out that 
were 1926 rates and fares still in force, the 
net revenue would have been, not the 
$3,671,697 actually realised, but about 
$13,000,000, or $2.17 more per share. 
Average freight car loadings over the 
Lackawanna increased from 23-8 tons in 
1940 to 25-1 tons in 1941, and average 
freight train tonnage by 12 per cent. to 
2,363 tons per train. 
Abandoning a Historic Line 

Authority is being sought from the Inter- 
state Commerce Commission by the South- 
ern Pacific System for the abandonment of 
railway operation over 147 miles of line 
between Lucin, Utah, and Ogden, via 
Corinne Junction. From Lucin to Corinne, 
26 miles, forms part of the Oregon Short 
Line, owned by the Union Pacific; the 
remaining 121 miles from Corinne to Ogden 
belongs to the Central Pacific (now a part 
of the Southern Pacific), which at the same 
time is seeking authority to abandon the 
entire 121 miles concerned. The Promon- 
tory branch, as it is called, skirts the south- 
ern shores of the Great Salt Lake, and is of 
considerable interest in that it formed a 
part of the first through railway between 
the Middle West and the Pacific coast. The 
Central Pacific and Union Pacific met at 
Promontory Point, and on May 10, 1869, a 
golden spike was driven to signalise the 
opening of the line. It fell into disuse, 
however, on the opening of the Lucin cut-off, 
which crosses the Great Salt Lake with a 
double track line on a trestle viaduct and 
embankment 274 miles in length, and 
reduced the journey (as compared with the 
Promontory route) by 44 miles, as well as 
cutting out some difficult gradients round 
the margin of the lake. Authority for the 
abandonment has been sought previously 
and refused, but the demand for second- 
hand railway materials is now so acute that 
the present application has a better chance 
of success. 

Western Pacific Freight Working 

Increasing traffic over the Western Pacific 
main line, which carries chiefly freight, has 
called for improvements in the handling 
facilities at Oakland and Stockton, Cal., 
and Oroville and Elko in Nevada. At 
Stockton $155,000 is being expended on 
36,000 ft. of additional yard trackage, with 
other improved facilities, and 26,000 ft. of 
additional tracks in Oroville yard are cost- 
ing $92,000; at Oakland $60,000 is being 
spent. Work will shortly begin also on the 
extension of passing loops along the main 
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line, of which an extensive programme is 
proposed. The Western Pacific, which 
provides the chief communication between 
the Chicago, Burlington & Quincy RR. and 
San Francisco, though somewhat circuitous, 
is the only line that succeeds in cutting 
through the mountain ranges fringing the 
Pacific coast on a ruling gradient as flat as 
1 in 100. 


Pennsylvania Yard Improvements 


The Pennsylvania Railroad has in hand 
two important freight improvement schemes 
in the Harrisburg area (a focal point in 
traffic concentration between the Middle 
West and the Pittsburgh industrial area), 
and the populous North Eastern states, 
which together are estimated to cost 
$750,000. Two-thirds of this sum will be 
expended on an improvement of the Enola 
yard, including the layout of new tracks 
and the re-arrangement of existing tracks, 
and, in particular, the provision of two 
additional pull-out tracks, which will permit 
the building up of three eastbound trains 
simultaneously. To relieve Enola of as 
much empty westbound traffic as possible, 
six tracks in the Harrisburg westbound 
receiving and classification yard are being 
extended to hold 125 bogie wagons each, 
and these tracks will be electrified through- 
out their length. Harrisburg is the western 
limit of the Pennsylvania electrification, 
and this improvement will render unneces- 
sary the previous change from electric to 
steam power on entering the yard. In the 
electric area proper another $800,000 is to 
be spent in enlarging the Meadows yard at 
South Kearny, N.J., where four new groups 
of storage tracks, totalling 15 miles, will be 
laid east of Manhattan produce yard, 
increasing the present yard capacity of 
6,000 cars on 98 tracks to 7,000 cars. 


Pullman Staff Safety Record 


During 1941 casualties among Pullman 
employees fell to 1-83 per million man-hr. 
worked, which is one of the lowest figures 
on record since 1927.- This result was 
achieved notwithstanding 4,000,000 more 
man-hr. worked than in 1940, and the 
movement of 2,000,000 troops added to the 
normal passenger business. At times one- 
third of the entire Pullman stock of cars 
was in use for military service, and 55,920 
car-trips were made in this service in 1941. 


CHILE 


The Antofagasta-Argentina Railway 
Scheme 

Some information has recently been given 
to the press by the engineer in charge of the 
construction of the Argentine section of the 
new international railway between Chile 
and Argentina, after a journey by motor- 
car over the route. The scheme was 
described in THE RatLway GazETTE of 
October 31 and December 5, 1941, when 
reference was made to the Decree of the 
Argentine Government authorising the 
allotment of funds necessary for the 
resumption of work on the section from 
Salta to Socompa, on the Argentine- 
Chilean frontier. It now remains for the 
Chilean Government to authorise the con- 
tinuation of construction on the western 
side of the Cordillera. The line between 
Antofagasta and Salta will have a length 
of something over 900 km. (559 miles), of 
which 570 km. (354 miles) will be in 
Argentine territory and 335 km. (208 miles) 
in Chile. It is proposed to make use of the 
old narrow-gauge line from Antofagasta to 
the nitrate oficina of Augusta Victoria, 
which with some changes in location and 
relaying with 32 kilo rails in place of the 
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present 18 kilo track, can be made suitable. 
By making use of 154 km. (96 miles) of 
this old nitrate line, the length of new 
construction in Chilean territory is reduced 
to the 179 km. (111 miles) from Augusta 
Victoria to the frontier at Socompa. Of 
the 179 km., 93 km. (58 miles) have already 
been constructed, to just beyond Imilac, 
and 64 km. (40 miles) of road bed are 
ready for rail-laying, about 22 km. (14 
miles) remaining, from Monturaque to 
Socompa. The estimate of the funds 
required to complete the work on the 
Chilean side amounts to about 40,000,000 
pesos, and it is hoped that the Government 
will make the necessary allocation of funds 
to enable the line to be completed by the 
proposed date of December, 1946. 


GUATEMALA 


International Railways Position 

The International Railways of Central 
America were inaugurated in 1912 and 
represent a consolidation of the Guatemala 
Railway (189 miles), the Guatemala Central 
Railway (139 miles), the Occidental Rail- 
way (51 miles) and the Ocos Railway (22 
miles). The company’s lines extend from 
Puerto Barrios to Guatemala City, 198 
miles, thence to San José de Guatemala on 
the Pacific Coast, an additional distance of 
74 miles. Thus these routes carry both 
freight and passengers from the Atlantic 
to the Pacific. The railways are of 3-ft. 
gauge. Except in minor supplies, it is 
very difficult to sell railway equipment to 
these lines through local agents in Guate- 
mala. 

At the end of 1940 the International 
Railways of Central America had in opera- 
tion in Guatemala 74 steam locomotives 
and 1,797 cars in good condition, made up 
as follows: 25 baggage and mail wagons, 8 
combination passenger coaches; 106 pas- 
senger cars with seating capacity for 50 
persons; 349 banana wagons; 508 box 
wagons; 264 flat wagons ; 57 oil tank wagons; 
1 refrigerator wagon; 77 stock wagons and 
53 other freight wagons. These freight 
wagons have an average capacity of 20 
tons. In addition there were 347 work 
wagons in use for the company’s services. 

In addition to the International Rail- 
ways of Central America there is also in 
Guatemala the Compania del Ferrocarril 
Verapaz y Agencias del Norte 
This company is a Guatemalan Corpora- 
tion established under German ownership, 
which operates three Baldwin coal-burning 
locomotives, two passenger cars, one 
baggage wagon, 17 box wagons (20 tons 
each), five flat wagons, one pile-driver 
wagon, and some minor equipment such 
as two small motor cars, dump cars, flat 
and hand cars. This company operates a 
combined water and rail transportation 
system. It has 29-5 miles of tracks and 
about one mile of sidings and switches. 
The gauge is 3 ft., and 90 ft. 40-Ib. rails 


are used. 
ITALY 


New Venice Station 

A new station at Santa Lucia, Venice, 
the station on the island, has recently 
been opened. It is a terminal station, its 
end building facing the Grand Canal, and 
a special feature is a colonnade stretching 
the whole length of the building, with 
the columns well out in the canal to allow 
for passenger transfer to gondolas under 
cover. A circulating area, 36 -ft. wide, 
connects with 18 platforms. Along the 
outside of the first platform from the left 
is a wing containing all departure accom- 
modation. Along the outside of platform 
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18 on the right is the arrival wing. The 
new station is closer to the water edge 
than the old one and the greater length 
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has been used for increased length of plat- 
forms and carriage sidings beyond. The 
work has been carried out, it is stated, 
without interruption by war conditions. 


DENMARK 


Railway Improvements 

New works and improvements have been 
carried out on the Danish Railways to a 
limited extent since the German occupa- 
tion, partly as unemployment relief, partly 
to provide for German occupation require- 
ments. Work on the new Redby-Fehmarn 
ferry route was begun in 1941 on a section, 
7 miles long, from Nykebing; on the re- 
maining 15 miles to Redby, construction 
is to begin in 1942, together with the bridge 
work for crossing the Guldborg Sund at 
Nykobing. Earthworks and bridge supports 
were completed in 1941 for the second track 
on the Randers-Aalborg section in North 
Jutland. This was an unemployment 
relief project, and similar works are being 
continued in 1942 on the Roskilde-Kalund- 
borg line in Zealand. For a similar purpose 
the earthworks for a future flying junction 
at Vigerslev Junction, Copenhagen, are 
scheduled for completion this year. Elec- 
trification work on the Vanlose-Ballerup 
section of the main line to Roskilde has 
been stopped for the present for lack of 
equipment, but auxiliary work on build- 
ings, platforms, and level crossings in 
connection with the electrification is to be 
continued, in addition to the earthworks 
and bridge abutments for a second track on 
this section. Sixteen over- and under- 
bridges to replace level crossings were com- 
pleted during 1941, and work on 14 more 
is being continued. Extensions and improve- 
ments to station buildings at Roskilde, 
Naestved, Esbjerg, Herning, and Hjgrring 
are in progress. 

Track strengthening on a fairly large 
scale has been in progress during the German 
occupation ; it consists in relaying with 
90-lb. rails instead of the old 74-lb. rails ; 
the new rails are welded in double lengths 
of approximately 120 ft. Stone ballast is 
being substituted for gravel and sand. 
Relaying was completed in 1941 on the 
section Koge-Naestved, and is in hand on 
the sections Fredericia-Aarhus, Fredericia- 
Esbjerg, and Vejlek-Herning-Struer. Higher 
train speeds were responsible for the 
increasing of the distance between distant 
and home signals on main lines from 400 to 
800 metres (from } to 4 mile), planned 
before the invasion, and carried out since, 
on the Copenhagen-Korsgr, and Nyborg- 
Fredericia-Aarhus-Sandars lines. Telephone 
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circuits are being extended, and loud- 
speakers are now being installed on the 
principal stations. Extensions to, and 
modernising of, equipment are in progress 
in the rolling stock workshops at Copen- 
hagen and Aarhus. 


SWEDEN 


Electrification Prospect 
To ease the fuel problem the Gavle 


Dala Railway Company has asked for 
authorisation to electrify the 57-mile 
section, Gavle—Falun, of its Giavle— 





Alvdalen main line. This section is part 
of one of the main lines from the Gulf of 
Bothnia to Gothenburg, and it joins at 
Gavle and Storvik other lines electrified 
or in course of electrification. Traffic 
on the Falun—Alvdalen section of the 
main line, 82 miles, and the branch line 
Falun—Bjérbo, 44 miles, the other sec- 
tions owned and operated by the com- 
pany, is not sufficiently dense to make 
their electrification a paying project. 


JAPAN 


70th Anniversary of First Railway 

The Ministry of Railways recently cele- 
brated the 70th anniversary of the 
completion of the first railway in this 
country—from Tokyo to Yokohama—by 
raising passenger fares by 30 per cent. 
and reducing vital industrial freight 
rates. 

Berlin-Tokyo Proposed Railway 

A group of ‘‘ ambitious railway ex- 
perts’’’ has formed an “‘ Imperial Rail- 
way Association’’ with the object of 
planning ‘‘ the realisation of a railway 
to connect Berlin with Tokyo,’’ a dis- 
tance of 16,600 km., and of establishing 
a service which will take 10 days for the 
journey. The proposed line would run 
through China, Afghanistan, Iran, Iraq, 
Turkey, and the Balkans. 

Bullet Train Service Project 

Preliminary investigations into the 
inauguration, 15 years hence, of the Bullet 
train service from Tokyo to Shimonoseki 
(1,000 km.) with a 9-hr. schedule, are 
proceeding satisfactorily. Some 70 per 
cent. of the new route to be followed has 
already been determined and 150 km. 
have been surveyed in detail. Construc- 
tion of the two great tunnels on the 
proposed route at Shindanna and Nihon- 
saka has already been in hand for 1} 
years and three months respectively, but 
the former is expected to take eight years 
to complete. The estimated total cost of 
the line is put at Y.556,000,000 (about 
£80,000,000) spread over the 15 years, 
and some £1,500,000 have been allotted 
for the current financial year, and 
£3,000,000 will be allotted for next year. 
Various sites for the new Tokyo terminal 
of this line are being considered. 


CHINA 


New Railway for Yunnan 

The Yunnan Provincial Government 
has decided to construct a railway from 
Shihping to Fuhai, and a survey to this 
end is being carried out. 

Shanghai West Station Reopened 

Due to excessive overcrowding at the 
North Station, the Central China Railway 
administration has re-opened Shanghai 
West Station. This and the South Station 
have been closed since hostilities dis- 
organised transport in and around Shan- 
ghai, and the South Station still remains 
closed. 
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The Pan-American Highway 


HE agreement recently announced between the United 


States and the Canadian Government for the con- 
struction of the Alaskan Highway, which, passing 


through British Columbia, will unite Alaska with the United 
States, recalls the progress that has been recorded in the 
lat few years in the construction of the Pan-American 
Highway, which is to link the United States (and now Canada 
und Alaska) with the South American Republics, affording 
eventually a through route from Alaska to Patagonia. Pro- 
gress on the construction of the Pan-American Highway has 
been recorded from time to time in THE RalLway GazETTE. 
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only as a medium of travel for the increasing number of 
citizens of the United States who visit Mexico on pleasure 
and business, but also as a vital link in Western Hemisphere 
defence. 

The completion of the Pan-American Highway from the 
southern frontier of Mexico to Panama, the section called 
the Inter-American Highway, formed the subject of a special 
message by President Roosevelt to Congress in May last, when 
funds were sought for the purpose. The strategic importance 
of this road at the.present time was also stressed by Mr. 
Cordell Hull, Secretary of State. The route traverses six 
countries, Guatemala, Salvador, Honduras, Nicaragua, 
Costa Rica, and Panama, passing through dense jungles and 
crossing high mountain ranges. An aerial survey has been 
made by American military planes, and the distance is calcu- 
lated to be 1,550 miles. Measures to expedite construction 
have been undertaken by the U.S.A. in co-operation with 
the six Governments concerned, and the United States 
Government, under an Act of December 26, 1941, will finance 
the work up to two-thirds of the total cost in the respective 
countries, subject to a maximum of $20,000,000 spread over 
five years. 

An “‘ all-weather ’’ highway has already been completed 
across Guatemala, and U.S.A. funds allocated to that country 
will be used to improve its existing highway. During the 
past year substantial progress has been made in Salvador, 
and a hard-surfaced road has been completed over a major 
part of its section of the highway. In Nicaragua the route 
from Sebaco to Dirianba by way of Managua, Capital of 
Nicaragua, will soon be finished. In Panama the Rio Hato 
section of the highway will probably be completed during the 
summer of 1942; this route runs approximately 80 miles from 
the Panama Canal to Rio Hato, the site of a large United 
States airport now under construction. The Trans-Isthmian 


Highway system, paralleling the Panama Canal, will soon 
connect with the Pan-American Highway, and may be 


expected to play an important part in the Canal defence. 

It was announced on January 16 that there had been an 
exchange of notes between the U.S.A. and Costa Rica, the 
first under the provisions of the new Act. It is under- 
stood that, of the total 
U.S.A. Congressional appro- 
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Ganeuhe ECUADOR 
The United States is directly inter- P 
ested in the sections of the high- 
way between Laredo and Nogales, 
m the U.S.A.-Mexico frontier, 
ind the Panama Canal Zone. On 
November 19, 1941, Mr. Jesse 
Jones, the U.S.A. Secretary of 
Commerce and _ Federal Loan 
Administrator, announced that an 
wreement had been reached estab- 
ishing credits by the Export- 
Import Bank up to $30,000,000 to 
tid Mexico in constructing and 
leveloping its national system of 2 
toads and highways, including { 
sections of the Pan-American 7 } 






Valparaiso 


border of Guatemala, and from \ 
Nogales on the California-Mexico } 
border to the city of Guadalajara. ui 
Mr. Jones pointed out that the \ 
system of national 
Mexico is being developed not 
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to take four years. Thou- 
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is stated. Costa Rica has 

ee now completed financial 
arrangements with the Ex- 

aa Rie de Janeiro port-Import Bank under 

which it has received a credit 


3 db 

ae oa of $2,200,000. The expendi- 
ture of this sum is limited to 
construction work on the 
Inter-American Highway in 
Costa Rica. Costa Rica owns 
road - building equipment, 
materials, and other unused 
road-building supplies valued 
at $400,000. This material 
‘ will be made available by 
the Costa Rican Government 
for work on the highway. 

. Cordell Hull’s reasons 
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for a direct U.S.A. financial contribution to. the com- 
pletion of the Central American section of the highway 


were prepared before the Japanese attack on United 
States possessions, and therefore specified mainly com- 
mercial considerations. These included improved trans- 


port between the several countries and the U.S.A.; develop- 
ment of new territories and new natural resources, and 
increased consumption of American imports; increased em- 
ployment; increased tourist traffic; and increased markets 
for U.S.A. motorcars, garage equipment, and so forth. The 
statement added: ‘‘ While defence considerations have not 
motivated the suggestion for an outright contribution by this 
Government to the construction of a highway, the War 
and Navy Department believe that a through highway from 
the United States to the Panama Canal would be of real 
value from the standpoint of the défence of the Carib- 
bean area. The importance of political stability in 
all the countries of the Western Hemisphere can hardly 
be exaggerated, and this in turn is dependent largely 
upon the maintenance of economic stability. The project 
contemplated by this legislation will contribute directly to 
the maintenance of order, as improved communications will 
give the established governments in these countries materially 
more effective control over any attempted subversive activi- 
ties within their borders, and the actual work of construc- 
tion will substantially assist in safeguarding the economic 
situation in these countries. The proposed route reaches from 
the Panama Canal to the border between Guatemala and 
Mexico and passes through the capital cities of every country 
except Honduras, where a road which would connect the 
capital city of Tegucigalpa with the Inter-American Highway 
is already in service. The highway through Central America 
will connect at the border between Guatemala and Mexico 
with the Mexican section of the Inter-American Highway and 
provide direct communication by road from Laredo (Texas) 
to the Canal Zone.’’ 

Meanwhile, the South American Republics are not inactive, 
and general agreement with the scheme as a whole, and the 
extension to the south, was expressed at the Fourth Pan- 
American Highway Congress, held in Mexico City in September, 
1941. On October 18, 1941, representatives of Peru and Bolivia 
signed a protocol providing for the appointment of a mixed 
commission to report on a project for a new road connect- 
ing the city of La Paz (Bolivia) with the Bolivia-Peru fron- 
tier, where it would link up with the Peruvian highway 
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system, and would be an important section of the alter. 
native route of the Pan-American Highway. It is in Peru that 
the greatest progress has been made with the development of 
the scheme. In addition to the Peru-Bolivia section, the 
160-mile length between Chiclayo and Piura is in hand, and 
is being extended from Piura to the frontier of Ecuador. This 
will carry the asphalted surface from the frontier to a dis- 
tance of 1,520 km. (945 miles) through Lima to a point just 
beyond Nasca. The total length of the highway in Pery 
from La Tina (on the Ecuador frontier) to Concordia (on the 
Chilean border), is 2,620 km. (1,628 miles). In Ecuador 
some 420 km. (260 miles) of roadway are being constructed 
for the Government by an American company, the work 
having been financed by part of the proceeds of a loan by 
the U.S.A. Export-Import Bank. : 

This bank, in fact, has recently extended large loans to 
various Central and South American countries to facilitate 
road development associated with the Pan-American High- 
way trunk route and branches. Export-Import Bank loans, 
United States Government appropriations, and earmarked 
funds by Central and South American nations, total approxi- 
mately $78,365,000 for current Pan-American Highway con- 
struction. This includes the $30,000,000 loan to Mexico 
by the Export-Import Bank for construction in southern 
Mexico and the western section of the Pan-American High- 
way in Mexico ftom Nogales to Guadalajara; the $20,000,000 
appropriation recently authorised by the U.S.A. Congress for 
completion of the highway in Guatemala, Salvador, Hon- 
duras, Costa Rica, Nicaragua, and Panama; the $10,000,000 
which these Central American countries will contribute (in 
the ratio of 2: 1) in connection with the U.S.A. appropria- 
tion; and previous loans and United States Government 


appropriations to Central and South American countries 
amounting to $18,365,000 for construction of the Pan- 


American Highway. 

The whole Pan-American Highway, extending from Alaska 
to Argentina, will be some 16,000 miles in length, and will 
traverse 19 countries. A roadway is stated to be complete for 
use doing the dry-weather season along about 87 per cent. 
of the main route in Central and South America, but this 
is still very far from achieving the standard of all-weather 
motor highway which is envisaged. Several large sections 
of good road are in constant service, however, in Mexico, 
Panama, Colombia, Peru, and Argentina, and a completed 
highway should be achieved in the not distant future. 



















Producer-Gas Bus Operation 
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cooling the 


~ INCE the 


of our April 17 


publication (at pages 480-2 
issue) of an article 


fixing bolts. 


path in contact with the water without 

increasing the depression. It then ‘im- 

pinges on baffles and finally emerges at 
the top of the filter. 

In the “‘ diluter,’’ D, the gas is pro- 

* “jected on to a surface of water, and then 


trunk to allow for 
The tuyére is 


entitled ‘‘ Producer-Gas Buses,’’ which placed over the door so that clinker is Lghskite “apt ees plo ye ined 
provided a brief survey of the develop- easily removed, and inclined so as to passes to the a yp _~ agg ape 
ment of producer-gas operation by the prevent clinker forming over the tip. page eB ge te we aor 
Tilling group, a paper on “‘ Practical This inclination is considered also to ceed — ¢ a ae - which 
Application of Gas Producers to Road assist in the formation of a good fire pr a Frage he aswel "They Bers 30 
Transport including Passenger Service zone. Diametrically opposite the tuyére eae li 1e ‘chains > “ee Vv vee 
Vehicles,’’ has been presented to the is the take-off sump, designed to allow . agua oi 
Institute of Fuel by S. G: Ward and the grid, a perforated plate, to lie against effect in reducing cylinder wear wit 1 rm 
W. J]. Morison. From this we have ab- ducer gas, and for this purpose a drip- 
stracted the supplementary details which ing. 

follow, together with two drawings and and fuel which 


the same number of tables. 


the hopper side and so benefit by cool- 
The grid and sump trap coarse ash 
would 
ried over with the gas. 


feed lubricator, F, is arranged to de- 
liver lubricating oil into the gas pipe just 
before the mixing valve, G. The oil is 
fed from the engine pressure line through 


otherwise be car- 
A blackout cham- 


The plant now used by the Tilling ber is attached to the tuyére inlet to wig a peda Tees: > 
organisation is illustrated diagram- prevent light being shown by the burn- on ie Pm és ry rf a ape 5 DOVE pe 
matically at the foot of page 571. ing gas when the engine stops. The <2 velbees: chee Pec ort th oe aa 
It comprises eight main components cooler-boxes, B, of vertical cylindrical i ’ ms som fe wo so tha he oil a 
which are lettered to assist identification. form, are provided with cyclone dust the valve 1s not under pressure. 


front of which is 
carries the 
doors are 


The producer, A, the 
made of heat-resisting steel, 
door. The 


cient cooling. 


tuyére and fire 
flanged and bolted to eliminate troubles such that they are 


arising from air leaks, which may tend to 
spread fire and risk of burning holes in 
the producer wall, and the lower door is 
is located on a trunk sufficiently long to 
even out temperature differences om the 
bolts and to prevent fuel cascading out 
when the door is removed. The tuyére 


bubbled 


far apart 





throw-outs and baffles to give more effi- 
The connecting pipes to 
these and the pipe layout generally are 
all ‘‘ rodable.”’ In 
the water-filter, C, the gas, after leaving 
the coolers, is passed beneath water, and 
through a perforated plate, 
the holes of which are spaced sufficiently 
to prevent the bubbles from 
coalescing after passing through. The gas 
is then led under a plate to give a longer 


Service Routine Details 
routine has _ been 


A regular service 
instrumental in ob- 


established, and is 


taining consistent and reliable operation. 
The routine consists briefly of :— 
DAILY 
Before beginning service; 
1. Close all plugs and cocks. 
2. Check level of tuyére cooling tank. 
3. Clean out hopper and re-fuel. 
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PER 0-00! IN. 





Wet washer* 














Vehicle Oiled , Filter | 
No. coke Sisal candle 
| | ! 2 3 | + 
| | } } 
78 .. | 330 |* 265 870 1600 | 2660 | 3,860 
3007 : = — - | 1,900+ | ice 
3304 .. - 2,470 | 4,210 4,350 
| (18,500) | (51,000) (14,000) 
3306 x sai | | 5,190 
| | (14,000) 
3307 .. } - - 4,630 
| ; (13,000) 
3308 .. .| = - | 3,440 | 4,820 
| | (18,000) (31,000) 
3437 160-340 | 2,040 as 
| (19,000) | 
362... | 1670+ | . 3,200 
| (15,000) | (11,000) 
3798... woul - - 3,450 3,780 | 3,840 
| | | (11,500) 
86 ‘ 380 600 | | : 
| (4,650) (7,070) 
* Nos. |, 2, 3, 4 represent stages in development of the application of wet washing. 
+ No upper cylinder lubrication. ‘ 
4. Check hopper and_ firebox door 2. Remove cooler tubes and extract all 


joints, and make sure that they are 
gas-tight. 


5. Fill filter and dilution tank to cor- 
rect levels. 
6. Remove sparking-plugs and fit clean 
set. 
During service; 
1. Top up the hopper with fuel, and 
the filter with water every 70 to 80 


miles. 
After servic e; 
1. Immediately the plant has finished 


service for the day all water must be let 
ut from the filter and dilution tanks. A 
hose with a good pressure of water in- 


filler and drain 
the tanks are properly 
cleaned and the water should be allowed 
to run until it becomes clear. The plug 
at the base of the filter sump should be 
removed so that all foreign matter is 
drained from this part. 

2. Drain separators and overrun tee- 
pieces. 

3. Leave all cocks and plugs open to 
illow plant to drain. 

Every 3,000 MILEs 

Renew woven asbestos joints to hopper 
und firebox doors, or before, if found 
lamaged. 


serted in both 


to ensure that 


apertures 


10,000 MiLEs OPERATION 


valve, 


ROUTINE AFTER 
1. Remove gas mixing 
thoroughly clean butterflies; 


A B B 


Diagram 


a a 
‘ 
‘ 
i 


showing the producer-gas system used by the Eastern 


dust; 


3. Remove domes and sump of filter 
and thoroughly clean out; 
4. Examine the whole system for air 


leaks by fitting a stop-end plug to the 
gas line where it enters the mixing valve, 
and pump up to 3 Ib. a sq. in. pressure. 
This should be done when coal has been 
removed from the hopper; 

5. Remove cylinder head, grind in 
valves, clean out exhaust and inlet pipes, 
also inlet manifold. 

The whole of this routine can be car- 
ried out by unskilled labour, and repre- 
sents a cost of not more than 0-3d. a 
service mile of the vehicle. It has been 
found advisable to review the layout of a 
garage when the vehicles are converted 


to producer gas. To meet the service 
requirements at Maldon depot, a sepa- 


rate servicing shed has been provided in 
which the trailers are serviced after 
detachment from their vehicles. The 
trailers, after servicing, are run back into 
the garage ready for attachment when 
required. The layout adopted is shown 
in the drawing. 


Reducing Cylinder Wear 
The effectiveness of water washing in 
reducing cylinder wear is demonstrated in 
the results cited in the table above. 


The figures in brackets indicate total muile- 
age to which the cylinder wear refers. 
It is evident that wet washing gives, 
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Layout of Maldon depot for producer-gas 
vehicles 


in comparison with other methods, good 


cylinder wear results. 
use of wet washers a 


upper cylinder lubrication assists in 


ducing cylinder wear; 


gas-purifying system a 


soda gives rise to less 
untreated fuel. 


Experience in the 
lso shows that (1) 
re- 
(2) for the same 
fuel doped with 
cylinder wear than 


This is considered further 


proof of the part played by sulphur in 


cylinder wear. The av 
results of over 4,000 1 
and the table belo 
parison with the result 


in bus engines using petrol. 


mentioned in the previ 


erage cylinder wear 
niles per 0-001 in., 
w gives a com- 
s for cylinder wear 
The vehicles 
ous table as giving 


cylinder wear with producer gas of over 


4,000 miles per 0-001 


in., give cylinder 


AVERAGE CYLINDER WEAR IN PETROL 
BUS ENGINES 


Bus operator No. 


ONAUAWN— 


Average cylinder wear 
rates with petrol, miles 
0-001 in. 
3,000-4,000 


5,400 
3,000-3,500 
400 
3,300 
1,120 
4,000 
8,000 





National Omnibus Co. Ltd. 


































































wear of about 4,000-5,000 miles 
0-001 in. when operating on petrol. 
Reliable Data 

Few reliable data concerning the con- 
version of commercial heavy vehicles 
have been made available to the general 
road user, and the conflicting reports of 
pioneer operators, coupled with the 
initial attitude of the Government, no 
doubt have been largely instrumental in 
the general lack of enthusiasm shown for 
producer-gas vehicles. The cost of con- 
version and installation are quoted at 
prices varying up to £220. This cost 


per 
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may have acted as a deterrent in some 
cases, but, in an emergency, a cost of 
this nature is immaterial, except for small 
concerns, especially as fuel costs are less 
than when petrol is used. The saving in 
fuel costs has been shown to be about 1d. 
a mile (compared with petrol) for passen- 
ger service vehicles. For a yearly mile- 
age of 24,000 the saving amounts to 
£100, and shows a good return on capital 
expenditure. The portable gas-producer 
unit has passed out of its initial experi- 
mental stages and producer-gas can now 
be considered a satisfactory substitute for 


A New Heavy-Duty Producer-Gas Trailer 


HE latest B.V.P. heavy-duty producer- 
gas trailer unit, illustrated herewith, 

has been introduced after approximately 
5,000,000 miles of producer-gas experi- 
ence—a figure calculated as a minimum 
on the mileage operated by B.V.P. plant 
since the war began. The maker, British 
Vehicle Producer Gas Limited, states that 
the trailer is suitable for operation with 
all types of motor vehicles, including pas- 
senger transport, and has been success- 
fully operated under test with both petrol 
and diesel engines. The introduction of 
this trailer is the result of careful note 
being taken of the strength and weakness 
of the original No. 1 all-purpose trailer 
of the same make; the whole of the chassis 
has been completely re-designed and is 


now supplied by J. Brockhouse & Co. 
Ltd. as a standard fitting. The trailer 
has a heavy-duty steel-frame_ chassis, 
cross braced, and fitted with an auto- 
matic braking device. The axle is made 
of a high-grade steel and Easyclean 
pressed-steel* wheels fitted with roller 
bearings and high-grade tyres are em- 
ployed. The chassis is complete with elec- 
trical equipment for rear light and 
number plate. 

The B.V.P. plant mounted on_ the 
chassis comprises an _ enlarged hopper 
taking a fuelling charge capable of giving 
heavy vehicles 200/250 miles without 
refuelling. It is fitted with an improved 
water-cooled tuyére and Easystart light- 
ing device; there are four cylindrical cool- 
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imported motor fuels for certain classes 
of vehicles. The stage has certainly been 
reached where it is possible to recom- 
mend that a much larger number of 
vehicles should be converted to use pro- 
ducer gas with a saving of a considerable 
amount of liquid motor fuels. The 2] 
vehicles of the Maldon and Cromer depots, 
mentioned in the previous article, save 
between them 78,500 gal. of petrol a 
year. Each thousand such vehicles con- 
verted will save about 4,000,000 gal. of 
petrol a year and use about 20,000 tons 
of home-produced solid fuel. 


ing chambers and dust boxes, also one 
dry filter and the B.V.P. Vacumatic fluid 
scrubber for use as a final stage filtration. 
The whole plant is mounted on the 
Brockhouse chassis with due considera- 
tion to balance and road holding stability: 
it is dropped into instead of standing on 
the chassis frame, thus_ considerably 
lowering the centre of gravity. The net 
weight unladen is 8 cwt., and the weight 
fully charged with fuel, filtering media 
and water cooling complete 14 cwt. 
The price complete is £185 and, in addi- 
tion, the conversion involves apparatus 
costing £15 so that the total cost of the 
unit in conversion is £200 plus fitting 
charges. It may be pointed out that 
conversion kits at the price of £15 each 
can be obtained for piping up _ other 
vehicles, so that one trailer can be used 
for two or more vehicles. 








Three views of the latest B.V.P. heavy-duty 


producer-gas trailer unit 
. 
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Articulated Buses in Public Service 





A! the beginning of this month the 
Mansfield District Traction Company 
took delivery of two remarkable vehicles, 
ind placed them in service on May 2. 
[hey are articulated vehicles, built to 
wartime standards, and it is the first 
time that buses of this calibre have been 
permitted to be used on the streets for 
passenger carrying in this country. 


[he tractors were supplied by Commer 


Cars Limited and are fitted with Perkins 
diesel engines type P.6. The trailers were 
supplied by the British Trailer Co. Ltd. 
and the bodies by Metropolitan-Cammell- 
Weymann Motor Bodies Limited. Ags will 
be seen from our illustrations, these 
bodies are simple and austere, designed 
to provide seats for 40 passengers in the 
most efficient way to meet wartime 
requirements. The entrance is in the 
middle and the emergency exit in the rear 
bulkhead. rhe overall length of the 
vehicle is 33 ft. 6 in.; the length of the 
body 24 ft. 11 in.; and the overall width 
. it. in rhe provision for mounting 
the trailer chassis to tt tractor unit 
necessitates the floor being on two levels, 
and therefore the front portion of the 
trailer is provided with a clerestory roof. 
The overall height over the clerestory 
portion is 10 ft. 43 in. unladen. The 
tractor wheelbase is 10 ft. and that be- 
tween the tractor driving wheels and the 
trailer axle 14 ft. 6 in. Body overhang 


beyond the trailer axle is 6 ft. 7 in. Total 
weight 5 tons 15 cwt. The vehicle has 
a turning circle of 45 ft., and in addition 
to being easily manoeuvrable in traffic, it 
is said to provide comfortable travel. 
Lifeguards as shown in our illustra- 


ments have been eliminated and there are 
no interior side casing panels. In the 
interior finish the use of mouldings and 
cappings has been restricted to essential 
requirements. The transverse seats are 
carried on light metal steel legs at the 
gangway end and on a timber rail at the 
window end. The seat cushicns are uphol- 
stered in brown leather with fittings of 
sponge rubber. There are cight windows 
on the offside and seven on the nearside, 
with two at the front end. All side 
windows are fixed excepting two on each 
side of the half-drop type. 

These vehicles make interesting com- 
parison with the unorthodox type of 
articulated bus built under the auspices 
of the Ministries of Supply and Labour 
to solve the problem of distributing staff 
within munition factories covering a large 
area. The first of these was illustrated 
at page 241 of our issue of September 5, 
1941. It accommodated 60 persons, 50 
on uncushioned wooden seats and 10 
standing. The body was 8 ft. 4 in. over- 
all (10 in. wider than usual), as compared 
with 7 ft. 7 in. for the public service 
vehicle illustrated on this page. The 
Ministry of Supply bus was also a product 
of the British Trailer Co. Ltd., so far as 





tions have been fitted at the request of 
the Ministry of War Transport officials. 
The whole of the framing is of timber, 
strengthened where necessary with flitches 
and gussets of steel in accordance with 
standard practice. All unnecessary refine- 





concerned the dropped-frame chassis, and 
the body (by Charles H. Roe Limited) 
had a two-level floor, with two steps up 
from the main part to the raised portion 
over the turntable. The tractor unit was 
a Bedford W.D. short wheelbase type. 


Left: Interior view looking forward, showing two-step rise over mounting on tractor, and clerestory roof 
Right: View towards emergency exit in rear bulkhead 








wt 
a 
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Wi! H the recent withdrawal 
of engine No. 11110 from 
the active list, as recorded 
in our issue of February 27, a 
small but interesting class of 
L.M.S.R. locomotives becomes 
extinct. No. 11110 was the 
only survivor of ten 4-6-4 
(Baltic) passenger tank 
engines which carried L.M.S.R. 
running numbers 11110-11119, 
built for express and = semi 
express work on the steeply 
graded main lines. of the 


L.M.S.R Central Division 
(formerly the Lancashire & 
Yorkshire Railway). It was 


also the last surviving Baltic 
type engine remaining in service 
on any part of the L.M.S.R 
system. 

These engines were of special 
historical interest as the first 
specifically designed for the 
L.M.S.R. itself, as distinct from 
locomotives ordered by the 


constituent companies and 
ultimately taken into L.M.S.R. 
stock. They were built at 


LAST OF THE L.M.S.R. BALTIC TANK LOCOMOTIVES 
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One of the L.M.S.R. Baltic tank engines nearing completion in Horwich Works, 1924; 
cylinders (4) 164 in. by 26 in. ; coupled wheels 6 ft. 3 in. dia. ; boiler pressure 180 lb. per 
sq. in.; total heating surface including superheater 2 427 sq. ft.; grate area 29°6 sq. ft. ; 
tractive force (85 per cent. bp.) 28.879 Ib.: weight in working order 99 tons 17 cut. 


Horwich works to the instructions of the first Chief Mechanical of the successful 4-6-0 express passenger engines of the L. & 
Engineer of the L.M.S.R., Mr. George Hughes, and the first Y.R. ‘‘ Dreadnought ”’ class, the later and improved additions 


of the series appeared in 1924. 


One of their number was_ to which handled much of the heaviest work on the west coast 


exhibited at the Empire exhibition at Wembley of 1924-5. Scottish express services between Crewe and Carlisle in the 
The engines conformed to the L.M.S.R. motive power early days of the L.M.S.R., before the arrival of the ‘ Royal 
classification of 5P ; they were to a large extent tank versions Scots.” 








a 





L.M.S.R. streamlined 4-6-2 locomotive ** Coronation” and train leaving Hartford, Connecticut, on the 


New York, New Haven & Hartford RR. The engine has recently returned to Great Britain 
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PERSONAL 


C.P.R. DrrEcTORS 
At the directors’ meeting after the 
annual meeting of the Canadian Pacific 


Railway, Sir Edward Beatty, G.B.E., was 
re-elected Chairman of the company. Mr. 


D. C. Coleman was elected President, and 
Mr. \. M. Neal, who has been Vice-Presi- 
dent, Western Lines, was elected Vice- 


President and a director of the company. 
The following were appointed to the Execu- 
tive Committee :—Sir Edward Beatty, Mr. 
D, C. Coleman, Mr. W. N. Tilley, K.C., 
Mr. Ross H. McMaster, Mr. Morris W. 
Wilson, and Mr. L. J. Belnap. 

Mr. W. J. Pepler, Divisional Superin- 
tendent, Exeter, G.W.R., who, as we 
recorded in our May 1 issue, has been 





Mr. W. J. Pepler 


Appointed Divisional Superintendent, 
Newport, G.W.R. 


appointed Divisional Superintendent of 
the Newport division, joined the railway 
service in November, 1900, and after a 
varied experience at Westbury, Wilts, 

und Melksham, was transferred in 1903 
to the Assistant Divisional Superinten- 
dent’s office at Swindon. Three years 
later he was attached to the Bristol Divi- 
sional Superintendent’s Office and _ filled 
various posts there until 1926, when he 
was appointed Passenger Agent & Yard- 
master at Avonmouth Docks. In 1933 
he was appointed Stationmaster at Swin- 
lon Junction, and subsequently became 
Chief Clerk to the Bristol Divisional 
Superintendent in 1935. In 1938, he was 
made Assistant Divisional Superintendent 
at Bristol, and last year was appointed 
Divisional Superintendent, Exeter. 

We regret to record the death on 
May 5, in his 82nd year, of the Rt. Hon. 
Sir William Warrender Mackenzie, P.C., 
G.B.E., K.C., LL.D., first Baron 
Amulree, whose outstanding services in 
industrial arbitration and _ conciliation 
were recognised by his being raised to 
the peerage in 1929. Called to the Bar 
at Lincoln’s Inn in 1886, he began his 
work on committees and commissions in 
industrial matters in 1917. He was Presi- 


THE RAILWAY GAZETTE 


RAILWAY NEWS SECTION 


dent of the Industrial Court 1919-26, and 
Chairman of the Railway National Wages 
Board 1920-26. Among his other activi- 
ties were the chairmanships of the Com- 


mittee of Inquiry into London Motor 
Coach Services in 1932; of the Royal 
Commission on Newfoundland in 1933; 


and of the Committee on Highway Law 
Consolidation 1938-39. One of the 
editors of Lord MHalsbury’s Laws of 
England, he was also a joint author of 
Pratt & Mackenzie’s Law of Highways. 


Mr. H. A. G. Worth, Assistant Divisional 
Superintendent, Birmingham, G.W.R., who, 
as recorded in our May I issue, has been 
appointed Divisional Superintendent, 
Exeter, entered the company’s service in 
1913. He was attached to the Engineer’s 
Office at Paddington; he joined His 





Mr. H. A. G. Worth 


Appointed Divi:ional Superintendent, 
Exeter, G.W.R. 

Majesty’s Forces in 1916 and was com- 
missioned to the Royal Field Artillery in 
1917. He returned to the Great Western Rail- 
way in March, 1919, and transferred towards 
the end of that year to the Office of the 
Superintendent of the Line, where he was 
engaged on various duties. Four years later 
he took up duties in the Divisional Superin- 
tendent’s Office at Paddington, and re- 
turned to the Office of the Superintendent of 
the Line in November, 1930, in the Com- 
mercial Advertising section. Three years 
later Mr. Worth was appointed Junior 
Assistant to the Divisional Superintendent 
at Newport and in July the following year 
he was appointed Trade Advertising Agent 
at Paddington attached to the Office of 
the Superintendent of the Line. Mr. Worth 
resigned this post at the end of 1936 to 
take up an appointment in the Commercial 
Advertising Department of the London 
Passenger Transport Board. He returned 
to the Great Western Railway Company 
and was appointed Assistant Divisional 
Superintendent, Birmingham, in 1941. 

Mr. B. Reynolds, Divisional Locomotive 
Superintendent, Neath, G.W.R., whose 
retirement was recorded in our May | issue, 
started his career in 1895 as an engineering 
apprentice under Mr. T. Hurry Riches, 






Locomotive Superintendent, Taff Vale 
Railway, and later gained a scholarship 
for a three years’ course at the University 
College, Cardiff. Following some years in 
the Drawing Office, he obtained, in 1905, 
an appointment to the special grade of 
Supervisor at Woolwich Arsenal, and, in 
the following year, was promoted Assistant 
Railway Engineer there. In 1907 he 
returned to the Taff Vale Railway as Chief 
Draughtsman, and, after four years, was 
made Assistant Superintendent, in charge 
of hydraulic plant, etc., at Penarth Dock 
Two years later Mr. Reynolds was pro- 
moted to be Chief Assistant Locomotive 
Superintendent, and, on the amalgamation, 
became Assistant Divisional Superinten- 
dent, Cardiff Valleys Division, G.W.R. In 
1932 he was appointed Divisional Loco- 
motive Superintendent, Neath. Mr. Rey- 





Mr. B. Reynolds 


Divisional Locomotive Superintendent, 
Neath, G.W.R., 1932-1942 


nolds has served on various railway com- 
mittees, and, until the amalgamation was 
a Member of the Association of Railway 
Companies’ Running Superintendents. He 
is also an A.M.Inst.C.E. and A.M.I.Mech.E. 


Mr. D’Alton C. Coleman, 
recorded in our May §8 issue, 
elected President of the Canadian Pacific 
Railway, was born in Ontario in 1879, 
and entered the company’s service in 
1899. He became Superintendent at 
Nelson, B.C., in 1907, Superintendent, 
Car Service, at Winnipeg in 1908, and 
General Superintendent there in 1912, and 
was appointed to the same position at 
Calgary in 1913. He returned to Winni- 
peg in 1915, as Assistant General Man- 
ager, and was made _ Vice-President, 
Western Lines, Winnipeg, in 1918. He 
was appointed Vice-President of the Cana- 
dian Pacific Railway in 1934 and, in the 
same year, Director and Member of the 
Executive Committee. Mr. Coleman’s 
other business associations include Direc- 
torship of the Metropolitan Life Insur- 
ance Company of New York, and of the 
Canadian Marconi Company, and he is 
a member of the Canadian Committee, 
Hudson’s Bay Company, and President 


who, as 
has been 
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of the Quebec Central Railway and of the 
Dominion Atlantic Railway. 


Mr. George Milne Copland, Stores Con- 
troller & Assistant Purchasing Agent 
(Scotland), L.M.S.R., whose retirement was 
recorded in our April 17 issue, entered the 
service of the old Caledonian Railway Com- 
pany, Glasgow, in the Telegraph Depart- 
ment, in 1890. He transferred to the Stores 
Department at St. Rollox in 1891 and served 
in various capacities until he was appointed 
Clerk in Charge of Fuel Supplies in June, 


Mr. G. M. Copland 


Stores Controller & Assistant Purchasing Agent, 
Scotland, L.M.S.R., 1928-1942 


1903. In July, 1920, Mr. Copland was 
promoted to Clerk in Charge of General 
Stores. After the amalgamation of the 
railways he was appointed Chief Assistant 
to the Stores Superintendent (Northern 
Division) on whose retirement in 1928 Mr. 
Copland was appointed Stores Controller « 
Assistant Purchasing Agent (Scotland). 


We regret to record the death of Mr. 
Bruce Lachlan Cameron, officiating Divi- 
sional Superintendent, Quetta, of the North 
West Railway, India, on April 29, at Quetta, 
After training on the South Eastern & 
Chatham Railway, Mr. Cameron’ was 
appointed Assistant Traffic Superintendent, 
Indian State Railways, North Western 
system, in 1913. After a period of active 
service in the last war, Mr. Cameron rejoined 
the N.W.R. in 1920, and held in turn the 
posts of District Traffic Superintendent and 
Assistant Deputy Agent. He was appointed 
Iraffic Officer to the Central India Coal- 
fields Railway Survey under the Railway 
Board, and afterwards spent a term of 
special duty in the board’s office. Later, 
Mr. Cameron was appointed District Per- 
sonnel Officer, and then became Deputy 
Agent, Personnel, on the N.W.R., which 
position he vacated on May 4, 1937, when 
he was appointed Secretary to the Railway 
3oard. ; 


Mr. E. A. W. Turbett, Mechanical Engi- 
neer, Eastleigh, Southern Railway, who, as 
recorded in our April 17 issue, has been 
appointed Assistant Chief Mechanical Engi- 
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neer, served his time at the London & 
North Western Railway Works, Crewe. He 
subsequently held positions in West Africa 
and Canada. He joined the Canadian 
Expeditionary Force at the outbreak of the 
1914-19 war and went to France in 1915. 
While in France he was seconded to the 
Royal Engineers for service with the Chief 
Mechanical Engineer’s Department. At 
the conclusion of hostilities he went to 
Richborough, C.M.E., and was later ap- 
pointed Superintendent there. Afterwards 
he held positions in Spain and France. In 
1924, he was appointed Works Manager at 


Mr. E. A. W. Turbett 


ppointed Assistant Chief Mechanical Engineer, 
Southern Railway 


the Brighton Works of the Southern Rail- 
way, and was transferred to Eastleigh as 
Works Manager in 1926; he became 
Mechanical Engineer in 1938. 


The following appreciative reference to 
Sir Edward Beatty, who, as already 
announced, has resigned the Presidency of 
the Canadian Pacific Railway, was made by 
Mr. D. C. Coleman, the new President, at 
the annual meeting on May 6: 

‘Sir Edward assumed the Presidency in 
1918, and was immediately called on to 
face problems of post-war adjustment, one 
of which brought into its wake the consoli- 
dation of all other important Canadian 
railways into one Government-owned sys- 
tem. That development introduced serious 
complications into his task of maintaining 
the Canadian Pacific on a proper competi- 
tive basis, and of protecting the permanent 
interests of its shareholders. New forms of 
competition also appeared to invade the 
traffic field hitherto reserved for railways, 
and as all these agencies were in one degree 
or another subsidised out of public funds, 
railways were compelled to make drastic 
readjustment of methods, services, and 
charges. “Later on came a long period of 
world-wide depression which strained our 
economic system to the limit and impaired 
the resources of all business institutions. 
Our country was just beginning to recover 
from the effects of the depression when came 
the war. Through all these years of stress 
and difficulty Sir Edward in his conduct 
of your affairs displayed high courage, 
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great resourcefulness, sound judgment, and 
profound sagacity. He establish for 
himself an international reputation as a 
business leader who approached a!) pro- 
blems with clear vision and a eral 
tolerant mind. If your company has main- 
tained its high position in the confidence of 


this country and of the world—a:i1 we 
we owe it in no small n 


think it has isure 
to the administrative genius and personal 
qualities of Sir Edward Beatty.” 

Mr. K. S. Robertson, Assistant Mechani- 


cal Engineer, Cowlairs, L.N.E.R., who, as 


Mr. K. S. Robertson 


Appointed Outside Carriage & Wagon Assistant to 
Chief Mechanical Engineer, Doncaster, L.N.E.R. 


recorded in our May I issue, has been 
appointed Outside Carriage & Wagon 
Assistant to the Chief Mechanical Engineer, 
Doncaster, joined the staff of the former 
Great North of Scotland Railway as an 
apprentice in 1907 and passed through the 
Locomotive shops, Running Sheds, Road 
Motor Department and Drawing Office. In 
1912 he went to Sweden and the Straits 
Settlements to obtain general engineering 
experience ; he returned to England in 
1914 to join H.M. Forces. Mr. Robertson 
was invalided from the army and rejoined 
the railway in 1917 in the Inverurie Drawing 
Office. He became Foreman in the Loco- 
motive Shop and later was appointed 
Works Manager of the Locomotive, Car- 
riage, & Wagon Departments at Inverurie. 
After the formation of the L.N.E.R., Mr 
Robertson, in 1924, was appointed Assistant 
Works Manager, Carriage Works, York, 
and in 1928 was appointed Carriage & 
Wagon Works Manager, Stratford. In 
1937 Mr. Robertson was appointed Assistant 
Mechanical Engineer, Gorton & Dukinfield, 
and was transferred in the same capacity to 
Cowlairs, Scotland, in July, 1941. 


We regret to record the death on May 3, 


at the age of 81, of Mr. Edward Mellor 
Gass, A.M.I.Mech.E., M.I.Loco.E. He was 


formerly Leading Draughtsman and Assist- 
ant Chief Draughtsman at the Lancashire & 
Yorkshire Railway works at Horwich, 
and later Chief Locomotive Draughtsman, 
L.M.S.R., Horwich Works. Mr. Gass was 
the inventor and patentee of improvements 
relating to superheaters and _ regulating- 
valve apparatus for locomotives. 
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Transport Services 


G.W.R. Branch Line Closed 
With the introduction of the new time- 
table on May 4, the passenger train service 
on the branch from Southall to Brentford, 
G.W.R., was withdrawn. 


North Eastern Station Closed 
High Westwood Station, on the Scots- 
wood-Blackhill branch of the L.N.E.R., 
North Eastern Area, was closed for pas- 
senger traffic on May 4. 


Motorcycle Prohibition 
As from May 4, the acquisitions of new 
motorcycles has been prohibited throughout 
Great Britain, excepting under licence. 
Licences will be granted only to persons who 
require to use motorcycles for purposes of 
national importance. 


Stations for War Workers 
More than 200 new stations and halts 
for war workers have been provided by 
the British main-line railways. Some of the 
temporary platforms: provided are among 
the longest in this country. The railways 
carry 115,000 workpeople daily to and from 
Ministry of Supply Royal Ordnance fac- 
tories, apart from the millions of men and 
women who work at privately-owned 
factories and are carried in special trains 

as well as by ordinary train services. 


Bus Travel Restriction 

A scheme to limit the number of journeys 
of season ticket holders on buses operating 
in the Northern Region (which includes 
Northumberland, Durham, and the North 
Riding of Yorkshire) was introduced on 
May 1. Season tickets are now restricted to 
two journeys a day, one in each direction, 
under a ruling of the Northern Regional 
Transport Commissioner. Existing tickets 
will remain valid (subject to this limitation) 
until expiry, but new season tickets will be 
issued for one calendar month only. 


Producer-Gas Buses on the North 
East Coast 

At a recent conference in Newcastle, Mr. 
A. T. Evans, General Manager of the United 
Automobile Services Limited, said his com, 
pany had been operating vehicles on pro- 
ducer-gas since before the war. The 
generator units used Welsh mountain 
anthracite. From 1939 to the present day, 
these vehicles had covered 49,000 miles on 
scheduled public services. The company 
was now anxious to develop operations still 
further, and desired to operate a gas- 
producer service from one depot at North- 
allerton. No difficulty was expected in 
running to existing scheduled times in that 
district. 


G.W.R. Summer Services 

Chief among G.W.R. train service changes 
for the summer is the running of special 
week-end expresses on Saturdays, chiefly by 
the Westbury route. These will leave 
Paddington at 9.35 a.m. for Weymouth and 
Minehead, 11 a.m. for Newquay and 
Penzance (first stop Exeter), 12 noon with 
restaurant car for Kingswear (first stop 
Exeter), 2.15 p.m. for Weymouth, Mine- 
head, and Barnstaple, 3.30 p.m. for Paign- 
ton and Plymouth (first stop Taunton), and 
3.55 p.m. for Swansea (first stop Newport) ; 
the last-named will run also on Fridays. 
On Sundays there will be an additional 
Torbay express at 10.40 a.m., non-stop to 
Exeter, which by taking the Westbury 
route will get over 50 min. ahead of the 
10.30 a.m. down. These relief services, 
with corresponding up trains, will run in 
most cases between July 11 and September 5 
inclusive. The 8.50 a.m. from Paigntén 
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now runs daily up from Newton Abbot 
independently of the 8.30 a.m. from Ply- 
mouth, calling only at Taunton and reaching 
Paddington at 1.35 instead of 2 p.m. The 
11 a.m. from Swansea arrives at Paddington 
at 3.55 instead of 3.45 p.m., and one or two 
other South Wales trains have their timings 
eased ; the 7.45 a.m. from Bristol and the 
7.30 a.m. from Shrewsbury to Paddington 
leave at 7:50 and 7.35 a.m. respectively and 
both are accelerated 5 min. An additional 
express leaves Cheltenham at 6.30 and 
Gloucester at 6.55 p.m. on Sundays, and is 
due in Paddington at 9.40 p.m. AIllG.W.R. 
restaurant and buffet car services are being 
maintained. 


L.N.E.R.,.Summer Timetables 

Important changes in the L.N.E.R. 
summer train service include lengthened 
journey times of a number of the principal 
express trains between King’s Cross and 
York ; it is chiefly the station allowances, 
rather than running ‘times, that have been 
increased, in order to allow of double 
drawing up of the now common 18- to 20- 
coach formations at such stations as Peter- 
borough, Grantham, Retford, and Doncas- 
ter. Also in order to equalise loadings 
between pairs of trains, certain stops are 
now omitted, notably the Grantham stop 
of the down Flying Scotsman, which calls 
at Peterborough, Doncaster, York, New- 
castle, and Berwick, and the 9.50 a.m. relief 
calis at Grantham, York, Darlington, New- 
castle, and Berwick. Similarly the 10.15 
a.m. from Leeds to King’s Cross now runs 
up non-stop from Grantham, omitting the 
Peterborough stop. The 4.30 a.m. from 
King’s Cross to York and the 7.15 p.m. to 
Aberdeen both start 15 min. earlier; the 
10.15 p.m. down Night Scotsman reaches 
Edinburgh at 7.50 instead of 7.15 a.m. ; the 
5.30 p.m. down Newcastle, with additional 
stops at Doncaster, Thirsk, Northallerton, 
and Ferryhill, is not due at Newcastle until 
12.8 a.m. instead of 11.30 p.m.; but the 
3.50 p.m. down express, reaching Newcastle 
at 10 p.m. now provides a good afternoon 
service to the North-East Coast. The Night 
Scotsman leaves Edinburgh at 9.40 instead 
of 10 p.m., and the up Aberdonian isstarted 
at 6.5 instead of 6.35 p.m. from Aberdeen. 
One or two up expresses maintain their 
previous King’s Cross arrivals by accelerated 
running times, to balance the longer stops, 
but most arrive from 5 to 10 min. later than 
previously ; the 7.50 a.m. from Leeds: is 
due at 12.30 instead of 12.15 p.m. Times 
between Edinburgh and Aberdeen are 
similarly eased out. All restaurant and 
buffet cars in the North Eastern Area have 
been withdrawn, but cars still run between 
King’s Cross and Leeds, Hull, and Grimsby, 
and also between Edinburgh and Aberdeen, 
and Glasgow and Fort William; all the 
Great Eastern and Great Central section 
cars are still running. Certain local services 
in the North Eastern Area have been 
severely pared, particularly round Leeds. 


Transport to Annual Conferences 

Social, commercial, and political organ- 
isations and trade unions which would 
normally be holding their annual con- 
ferences in the coming months are asked 
by the Government to consider whether 
the reasons which made the holding of 
such conferences desirable in peacetime 
justify their continuance under present 
conditions. The object of the request is 
to relieve transport services of the addi- 
tional strain caused by the gathering of 
representatives and delegates from all parts 
of the country, as it is essential that all 
unnecessary travel should be avoided at 
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all times and especially at week-ends. The 
Ministry of War Transport states that it is 
recognised that some conferences must be 
held, but in such cases the number of 
persons attending should be reduced to 
the minimum. Care should also be taken 
to arrange conferences at places which 
involve the minimum long-distance travel. 


Special travelling facilities for persons 
attending conferences, such as reserved 


coaches or special trains, will not be made 
available. 


Motoring Prohibition in Eire 


Under the terms of the Emergency 
Powers (Mechanically-Propelled Vehicles) 


Order, 1942, all owners of private motorcars 
and hackney vehicles in Eire were warned 
that the use of any such vehicle from May 1 
onwards was prohibited unless the vehicle 
displayed a permit issued by the Minister of 
Supplies in Eire. Under this Order, owners 
of vehicles who have been granted permits 
are permitted to use the vehicles only for 
the purposes for which the permits have 
been issued. This order amounted to a 
prohibition of all private motoring in Eire, 
and it is reported that some 20,000 cars 
were taken off the road on or before mid- 
night on April 30/May 1, as the Department 
of Supplies refused applications for cars to 
be operated after that hour even to return 
home. It is understood that approximately 
2,000 cars are now in use under temporary 
permits which expire at the end of June ; 
These are stated to be employed exclusively 
on essential services. 


Horse-Drawn Services in Eire 
As a result of the drastic fuel restric- 
tions in Eire, and the cancellation of private 
non-essential motoring, attention’ is being 
given to regular horse-drawn services. On 
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April 27:the motor mail service that 
for 18 years has plied between Roscommon 
and outlying districts reverted to two horse- 
drawn vehicles. 

A horse-drawn stage coach _ service 
between Adare and Limerick is being 
organised by Lord Adare. The coach will 
leave Adare in the morning, and return the 
same evening. If the venture is successful, 
other towns like Rathkeale, now cut off 
from the cities through petrol restrictions, 
will be connected with Limerick. Lord 
Adare has purchased in England a coach 
of the charabanc type, with seating accom- 
modation for twenty passengers. It will 
be drawn by four horses; this means that 
eight horses are required in order¢that each 
team will have a rest on alternate days. 
Lord Adare has secured the services of 
competent coachmen, but he is desirous of 
obtaining a guard able to blow a coach- 
horn—a qualification which few persons 
seem to possess nowadays. 


Admission Tickets to German Trains 

The Reichsbahn management recently 
issued new rules providing that certain 
trains from Berlin may be used only if 
the intending passengers secure admission 
tickets, in addition to travel tickets, 
whatever the day of the week or the 
period of the month. Prior to the intro- 
duction of this rule admission tickets 
were required only at week-ends and dur- 
ing holiday periods. The trains so 
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affected are the D trains leaving Berlin 
(Lehrter) for Hamburg at 11.56 a.m. 
and 3.34 p.m.; the DmW train (D train 
with portion reserved for the Forces, mit 
Wehrmachtsteil) leaving Berlin (Charlot- 
tenburg) for Warsaw at 7.27 p.m.; the 
D trains leaving Berlin (Anhalter) for 
Munich at 8.3 p.m. and 9.20 p.m.; and 
the D train leaving Berlin (Charlotten- 
burg) at 7.30 a.m. for Vienna (East). 


Germany Wants Swiss Locomotives 

Reports from Switzerland indicate that 
Germany has demanded 75 steam loco- 
motives from Switzerland, and has stated 
that failure to supply will result in the 
cessation of deliveries of coal from Germany 
to Switzerland. It is also reported unoffi- 
cially that, to ensure supplies of coal from 
Germany, Switzerland has been asked to 
furnish wagons, train crews, and loading 
crews. 
Misuse of Sleeping Car Tickets in 

Germany 

As a result of the widespread misuse 
of sleeping car tickets in Germany—a 
black market is said to exist in the more 
important towns—persons travelling by 
sleeping car are required, as from April 
16, to hand over to the sleeping car 
attendant either their passports or any 
other document showing their identity, 
so that special police agents may scruti- 
nise identity papers en route while their 
owners are sleeping. Papers are returned 
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to their owners before the end of the 
journey. 
R.A.F. Damage at Rostock 

Included in the reports of the extensive 
damage at Rostock as a result of recent 
R.A.F. raids, is the statement that all the 
buildings comprising the Friedrich Franz 
railway station have been gutted. 

Jews and German Transport 

According to a Swiss message of May 4, 
Jews in Germany have now been prohibited 
to use any public means of transport, such 
as railways, trams, and buses. Jews 
working on armaments are allowed trans- 
port, however, if the walking time between 
their homes and factories exceeds 90 
minutes. 

Continental Summer Time 

Double summer time came into force in 
Spain on the night of May 3-4. Spanish 
time is thus now the same as British double 
summer time. 

Ordinary summer time was introduced in 
Switzerland on the same date, amounting 
to an advance of one hour on standard 
Central European winter time. 

Transport in Unoccupied France 

The third session of the Commission for 
General Information, which was held at 
Vichy towards the end of March, heard a 
statement from M. Berthelot, Secretary of 
State for Communications, describing the 
efforts to use available transport so as to 
give priority to agriculture and food con- 
veyance. Transport, he said, presented 
a problem because of wear and tear of 
irreplaceable rolling stock, and because 
railway services had been reduced by 75 
per cent. while the number of passengers 
had increased. 

Serbian Main Line Severed 

The railway bridge which carries the 
Belgrade-Kraljevo-Skoplje-Salonika stand- 
ard-gauge main line across the river Ibar 
near Usée, 43 km. (27 miles) to the south of 
Kraljevo, was recently blown up by Jugo- 
slav Patriots. Goods traffic over this 
important railway has been suspended. 
Passenger traffic is maintained by means of 
a ferry connection. 

New Lines in Iraq 

The principal new line shown on the 
accompanying sketch map of the railways 
of Iraq is, of course, the completed 
standard-gauge link between Baghdad 
and Syria, via Mosul. It will also be 
noticed that a line is proposed between 
Mosul and Kirkuk on approximately the 
route taken by the motor service before 
the standard-gauge railway through 
Samarra was complete. In the neighbour- 
hood of Basra there is the extension to 
Zubair of 12 km. (73 miles) which was 
completed during the year ended March 
31, 1941, and the further extension from 
Zubair to Jebal Sinam (30 km. or 18} 
miles) which was built by the Iraq State 
Railways for the British military 
authorities. 

Transport Developments in Persia 

A message from Teheran at the end of 
April stated that the new railway from 
Ahwaz to Khorramshahr, connecting the 
Trans-Persian Railway with a second Per- 
sian Gulf port, had been opened for traffic. 

At the present time transport on the 
Trans-Persian Railway is stated to be five 
times as heavy as it was in August last, as 
the result of the introduction of more rolling 
stock and the services of more qualified 
personnel. Close collaboration with the 
Persian railway staff is reported. 


Echo of a Lawrence Exploit 

An Australian company of Royal Engi- 
néers working in Transjordan recently 
salved part of a Turkish train wrecked by 








hi 








the 


nsive 
ecent 
ll the 
*ranz 


ay 4, 
bited 
such 
Jews 
rans- 
-ween 
s 90 


ce in 
anish 
ouble 


‘ed in 
nting 
ndard 


e 

m for 
ld at 
ard a 
ry of 
g the 
as to 
. CONn- 
ented 
ar of 
cause 
»y 75 
ngers 


s the 
stand- 
- Ibar 


ith of 
Jugo- 

this 
nded. 


ans of 


1 the 
lways 
yleted 
shdad 
so be 
tween 
y the 
efore 
rough 
\bour- 
on to 
1 was 
March 
from 
r 18} 
State 
litary 


rsia 
nd of 
from 
g the 
1 Per- 
traffic. 
mn the 
ye five 
ast, as 
rolling 
alified 
h the 


‘Engi- 
cently 
ed by 








May 15, 1942 





the late Colonel T. E. Lawrence in one of 
his dynamiting exploits on the Hedjaz 
Railway in the war of 1914-19. The officer 
commanding the company came across the 
wrecked train near Maan during a recon- 
naissance and found that six wagons were 
in perfectly sound condition, as their metal 
structure had remained without rusting 
for nearly a quarter of a century in the dry 
desert air. He ordered the wagons to be 
dismantled and loaded on lorries for trans- 
port to Haifa. There they have been recon- 
ditioned in the railway shops and are form- 
ing a welcome addition to the rolling stock 
of the Palestine Railways. The Hedjaz 
Railway, it may be recalled, was built to 
the unusual gauge of 3 ft. 5} in., and this 
gauge is still used by some sections of the 
Palestine Railways in the neighbourhood of 
Haifa. 

As the result of the publication of a brief 
report of the salvage of these relics of the 
last war, Lord Winterton addressed the 
following interesting letter to The Times :— 

“ The salving of six railway wagons near 
Maan, derailed in the last war in the course 
of what was officially known as Hedjaz 
operations, is of great interest to me. I 
am pretty confident that these wagons 
were those dealt with as follows: On an 
afternoon of September, 1918, Lawrence, 
Young (the recent Governor of Trinidad), 
an R.A.F. officer, Jago, who had been 
forced down in his D.H. on the previous 
day by an overwhelming force of enemy 
planes, and who had rescued his machine- 
gun (which he afterwards stuck to like a 
mascot) a few seconds before his plane was 
finally destroyed on the ground by a bomb, 
one or two others and I went in a tender, 
or, as it would now be called, a truck, with 
an armoured car in support, to the railway 
near Maan. Here we each laid a ‘ tulip’ to 
blow up the rails. * Being inexpert in such 
matters, I was slower in getting my fuse 
to light than the others, and I remember 
that Lawrence called out to me from a 
near-by dune: ‘If you don’t hurry, you 
and the rail will go up together and there’ll 
be a by-election.’ 

“The explosion occurred shortly after- 
wards and the rails were buckled for some 
distance. In due course, an engine and six 
wagons came round the bend, tried to pull 
up, but failed, were derailed, and became 
embedded in the soft sand. The crew of 
five, armed with rifles, put up a plucky 
fight, but surrendered after a few bursts 
of fire from the armoured car. One had 
a bad flesh wound in the back, the bullet 
just missing his spine. We had no medical 
officer with us, but I washed his wound 
with strong disinfectant and plugged it 
with cotton wool, and he eventually re- 
covered. Another, a Kurd, became my 
batman, to the envy of my brother officers, 
since none of them enjoyed such a luxury. 
Despite the fact that neither of us could 
speak a word of the other’s language, he 
proved to be most competent and faithful. 
When later I returned to the British Army, 
with its rigid regard for rules and regula- 
tions, I had reluctantly to part with him, 
but I secured him a job as a supernumerary 
with the Arab Army. 

“T still have in my possession the name- 
plate of the derailed engine. It is pleasant 
to think that one’s destructive activities in 
what I believe the young soldiery of teday 
call the ‘Mutt and Jeff’ war should have 
been the means of providing a much 
needed addition to the allied rolling stock. 
For -if we had not derailed that train 
nearly 24 years ago the wagons would 
probably have worn out before this by wear 
and tear.” 

Tokyo Underground Railway Shelters 

To shelter from air-raids many of the 
6,000,000, reported to be the population of 
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Tokyo, an extensive plan for the adaptation 
of the widely-expanding network of under- 
ground railways beneath that city is being 
hurried forward. 


Malayan Railways Reopened 
A regular passenger service was begun 
on May | on the main lines from Singapore 
through Malaya to Siam, according to a 
message from Tokio. 


The Indian Defence Services 
Exhibition Train 

The Indian Defence Services Exhibition 
Train, which formed the subject of a brief 
illustrated article in THE RatLway GAZETTE 
of February 20, 1942 (pages 276-7) recently 
returned to its starting point at Lahore 
after a seven-month tour during which it 
covered more than 15,000 miles and gave 
demonstrations in upwards of 175 towns 
and villages throughout India. More than 
8,000,000 persons saw the train and the 
demonstration that it staged. 


Transport in Madagascar 

The French colony of Madagascar, 
where British Forces landed on May 5, 
has been under French rule since 1895. 
The island is 980 miles long and averages 
230 miles in width, and is the third 
largest in the world. In Madagascar, as 
elsewhere, the French have been great road 
builders, and there are more than 15,000 
miles of road. The best main road, lead- 
ing from Majunga to Tananarive, is open 
in all seasons and has only two bridges 
across the River Betsiboka. Some of the 
other roads are metalled, but most of 
them are of earth and can be used only 
in the dry season. In many parts the 
people are required to maintain roads and 
bridges in lieu of paying taxes. 

There are two railway systems in the 
island, all single track and of metre 
gauge, totalling 530 route miles. They 
are as follow :— 

369 km. (229 miles) 
168 km. (104 miles) 


154km. (96 miles) 
163 km. (10! miles) 


Tananarive-Tamatave (Cére Est) 
Moramanaga-Lac Alaotra oa 
Tananarive-Antsirabe 
Fianarantsoa-Manakara 


Totals : ... 854 km. (530 miles) 

The stock consists of 89 steam loco- 

motives, 71 carriages, and 610 wagons. 

The lines are all owned and operated by 
the State. 

The building of a railway from Tanan- 


arive (Antananarivo) to the coast was 
decided upon. immediately after the 
French conquest of Madagascar, and 
Andevoranto was chosen as the port: 


Work was begun in 1901 and Brickaville 
then adopted as the port. The Brickaville 
to Fanovana section was opened in 1904, 
and Tananarive was reached in 1909. 
Brickaville proved inconvenient as a ter- 
minus, and the line was extended to 
Tamatave in March, 1913. The maxi- 
mum ascent on the journey to the interior 
is 2,638 ft. in 38} miles, A branch from 
Moramanga to Ambatondrazaka and Lake 
Alaotra was opened in October, 1917. 
The line southward from Tananarive to 
Antsirabe was opened on October 21, 
1923; it serves a fertile region, also rich 
in minerals. 

French Colonial resources were depleted 
by the construction of the Tananarive— 
East Coast line, and funds were then insuffi- 
cient for a second railway system. The 
disparity in cost between road and rail 
transport, however, held back the 
development of the rich Betsileo pro- 
vince, despite its fertility, and in 1928 
the rate per tonne-km. for goods con- 
veyed by lorry from Fianarantsoa to the 
port of Manakara was fr. 4, and fr. 3 by 
ox wagon, whereas exports from Tanan- 
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arive were transported to the coast by 
train for 45 centimes per tonne-km. The 
decision was then made to build a rail- 
way, and work was begun in the same 
year. On July 24, 1934, the initial 52 
miles were opened between Manakara and 
Ambinany-Mananpatrana, whence motor- 
cars were run to Ifanadiana on thé main 
road, connecting there with existing road 
services to .Fianarantsoa, the capital of 
the province of Betsileo. The remainder 
of the line (49 miles) was opened on 
April 28, 1936. Its opening marked the 
completion of a notable engineering feat 
as the line climbs through difficult coun- 
try to the plateau of Betsileo, and a 
vertical height of 2,794 ft. is surmounted 
in a distance of 26 miles. No fewer than 
51 tunnels (totalling 3} miles) were neces- 
sary; a viaduct 138 ft. high across the 
valley of the Ankeba, 679 ft. long, includ- 
ing approaches; a rail and road viaduct 
33 ft. high over the Matsiatra, 565 ft. 
long; and many smaller works. After 
the cyclone in January, 1934, it was 
decided to erect covered galleries to a 
total length of 919 ft. as a precaution 
against avalanches on an exposed part of 
the line. The eventual equipment of the 
line for electric traction is contemplated. 

There is also an industrial railway 
down the Morondava valley from Four a 
Chaux to the west coast. 


Pan American Service to Eire 


For the first time since the United 
States Neutrality Act was amended to- 
wards the end of 1939, Pan American 
Airways Inc. recently extended its clipper 
service to Eire. At present the service 
is an extension of the regular operations 
to Lisbon, but later in the season, when 
the weather is more settled, the direct 
North Atlantic route will be flown. Pas- 
sengers and freight are brought to this 
country from Foynes by aircraft of the 
British Overseas Airways Corporation, 
running a shuttle service similar to that 
between this country and Lisbon. Pan- 
American Airways Inc. announced a few 
weeks ago that in future it would run two 
bi-weekly services from New York to 
Lisbon, the first via Bolama (Portuguese 
Guinea) and the second via the Azores or 
Bermuda, according to the weather. 
There may also be a fortnightly service 
in which Miami as well as Bolama will be 
a port of call. (See our issue of April 24, 
page 512.) 
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RAILWAY AND OTHER MEETINGS 


Canadian Pacific Railway Company 


At the. annual general mecting of the 
Canadian Pacific Railway in Montreal 
on May 6, presided over by Sir Edward 
Beatty, G.B.E., K.C., Chairman of the 
board, Mr. D. C. Coleman, President, in 
moving the adoption of the report, said 
that the scale of railway operations for 
the year 1941 marked a new height for 
the company. Had the same average 
rates prevailed per ton mile and per pas- 
senger mile as in 1928 the year of previous 
peak traffic, the gross earning for the year 


1941 would have been higher than in 
1928 by 23 per cent. or $50,000,000. 
Traffic conditions were not identical in 


the two years, but it was safe to say 
that a large part of this sum accrued 
directly to the patrons of the railway 
through reductions. in transportation 
charges. To meet the adverse trends in 
both revenues and expenses the manage- 
ment of the Canadian Pacific had ever 
been alert in adopting technical improve- 
ments, in effecting economies, and in the 
strict control of expenditures consistent 
with traffic requirements. But for the 


progress made in these matters it would 
not have been possible in 1941 to have 
had a ratio of working expenses (exclu- 
sive of taxes) to gross earnings of 71-65 
per cent., a performance equalled only in 
the company’s early history when the 
difference between rates and costs of ser- 
vices to the railway was much greater. 
In spite of the outstanding operating per- 
formance of last year the return on the 
investment of the company in railway 
property was only 3-75 per cent. This 
result in relation to the volume of traffic 
handled was disproportionate to that of 
former years for two main reasons; first, 
the increase of more than $9,000,000 over 
the previous year in Dominion income and 
excess profit taxes; and secondly the low 
transportation charges now in effect. In 
keeping with the national effort to pre- 
vent uncontrolled inflation, railway rates 
were subject to the regulations of the 
Wartime Prices and Trade Board. 

The record volume of traffic in 1941 
was handled with restricted maintenance 
expenditures. Work on roadbed, track, 
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and structures was limited to necessities, 
Maintenance expenditures on rolling 
stock could not be similarly postponed, 
for the obvious reason that under present 
exceptional traffic conditions, all avail- 
able equipment must be kept in good 
repair to give a maximum of service. At 
no time had greater utilisation of rolling 
stock been obtained than at present. 

The fact that the income for the year, 
after providing for the full dividend of 
4 per cent. on the preference stock, 
amounted to $29,318,650, or $2.18 per 
share of ordinary stock, was encouraging 
after the long period of depression. The 
directors must, however, in approaching 
the matter of dividend distributions, take 
into consideration the large indebtedness 
which would mature during the next few 
years, and the impossibility of predicting 
with any certainty what would be the 
future results of operations, and _ the 
market conditions under which any 
refunding would have to take place. In 
the view of the directors it was essential 
to continue a very conservative policy, 
and the time had not yet arrived when 
a disbursement on the ordinary shares 
would be in the best interests of the 
holders. 





Birmingham Railway Carriage & Wagon Co. Ltd. 


The annual ordinary general meeting of 
the Birmingham Railway Carriage & Wagon 
Co, Ltd., was held at the Queen’s Hotel, 
Birmingham, on May 5. Sir Bernard D.F. 
Docker, K.B.E., J.P., Chairman’ of the 
company, presided. 

The Chairman, in the course of his state- 
ment circulated with the report and 
accounts, said that the works had been fully 
employed and notwithstanding the fact that 
there had been a very substantial increase 
in output the net profit at £55,151 was 
£10,840 less. This was entirely attributable 
to the increased burden of taxation. In his 





opinion it was unfortunate that means 
could not be devised whereby expansion in 
turnover was reflected in earnings rather 
than a perpetually diminishing margin 
available for distribution. In the balance 
sheet, carriages and wagons let on hire 
purchase remained at £154,850; no pay- 
ments had been received during the past 
year and the position remained dormant. 
Stock and work in progress hadi ncreased by 
£145,932 from £400,333 to £546,265 and 
this was an indication to the larger volume 
of work on hand. 

Much had been written and said about 


complacency and slackness of management 
and workpeople and that output was only 
75 per cent. of what it should be, but so far 
as this company was concerned manage- 
ment and employees could be absolved of 
any such imputation. Ways and means 
were continually being explored to increase 
and accelerate output and to effect 
economies. There had been a large increase 
in the number of women workers and the 
company was taking its full quota of 
trainees, all of whom he was pleased to say 
adapted themselves quickly to their new 
tasks. 








Staff and Labour Matters 
Railway Wages 

After the Railway Staff National Tri- 
bunal issued its decision (No. 8) on the 
claims of the National Union of Railway- 
men and Railway Clerks’ Association, the 
N.U.R. asked for an interpretation of the 
Award and parties were heard by the 
tribunal on March 26. The union’s 
claim was for a minimum wage of £3 a 
week and it took the view that the in- 
crease awarded by the tribunal was to be 
added to the basic rates of the staff con- 
cerned. It was on this point that it 
sought an interpretation of the tribunal’s 
decision. 

The tribunal ruled that, on its true 
interpretation, Award No. 8 added the 
sum of 4s. 6d. a week to the composite 
war wage of the workers defined therein; 
it was left to the parties to determine by 
negotiation ‘any question as to which 
differentials fall for consequential adjust- 
ment and the extent of any adjustment 
to be made. The Award of the tribunal 
applied to the minimum rated staff—those 
in receipt of basic rates of 50s. (London), 
48s. (industrial), and 47s. (rural), respec- 
tively, with 11s. war advance—and 
agreement has now been reached between 
the railway companies and the National 
Union of Railwaymen as. to the conse- 





quential alterations to be made in the 
rates of pay to staff above the minimum 
rated grades. 

The principle that has been adopted is 
to maintain suitable differentials between 
the various grades and the following table 
shows some of the new composite rates for 
conciliation grades in the Traffic Depart- 
ment :— 


Grade London Industrial Rural 

e & 2 & &. & 

Porter, Grade 2 ats - 65 6 63 6 62 6 

Leading Porter net - 6 6 64 6 63 6 

Signal Lampman i -- 6 6 64 6 63 6 

Porter, Grade | and Relief 67 6 65 6 64 6 

Parcel Porter ai -- 68 6 66 6 65 6 

Cloak Room Attendant ... 69 6 67 6 66 6 

Horse Parcel Vanman -- 69 6 6 6 64 6 

Ticket Collector, Class2 ... 70 6 68 6 67 6 

oe - »n tan OO mRSe Be 
Motor Parcel Vanman— 

ewe. al peas . 7l 6 6 6 66 6 

Over 10 cwe. aids mn ete Bet eS 

Guard, Ist and 2nd years ... 68 0 68 O 68 O 

* 3rd and 4th years ... 70 0 70 0 70 0 

a 5th year jin ou mee me aes 

pa 6th year das a ee ne Se Re 

Shunter, Class 4... - 68 6 6 6 65 5 

” * ane on £2 Bes es 

” io 2 ~~ ms ae vee 

“ “a moe a wet me wee 

Signalman— 

Passenger, Class 5... -- 68 6 6 6 65 6 

in a Sen ~~ 6 Be sé 

- — & o B&BS FS 

” on es «wee Beas 

eo oo -. 8! 0 810 810 

is » Special... 86 0 86 0 86 O 





The report and the accounts were 
adopted. 
BRITISH STANDARDS INSTITUTION.—The 


institution has received a communication 
from the Minister of Production to the 
effect that the Government recognises the 
British Standards Institution as the sole 
organisation for the issue, in consultation 
with any Government, professional or 
industrial bodies concerned, of standards 
having a national application. As to the 
preparation and issue of codes of practice 
for building and civil engineering work the 
Minister of Works & Buildings is making 
special arrangements by the appointment of 
a representative committee with which the 
B.S.1. is fully co-operating. 


U.S. Crass I Rattway EArNINGS.— 
Class I railroads of the United States in 
January, 1942, had an estimated net 
income, after interest and rentals, of 
$25,700,000 as compared with $19,700,000 
in January, 1941, according to the Bureau 
of Railway Economics of the Association of 
American Railroads. Net railway operat- 
ing income, before interest and rentals, was 


$68,966,000, against $62,017,000. Operat- 
ing revenues in January, 1942, totalled 


$480,691,000, compared with $377,374,000 
in January, 1941, an increase of 27-4 per 
cent. Operating expenses amounted to 
$348,781,000, against $268,972,000, an 
increase of 29-7 per cent. 
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Institution of Locomotive Engineers 


THE annual general meeting of the 
Institution of Locomotive Engineers 

was held at the Savoy Hotel, London, 

W.C.2, on May 6. Mr. O. V. S. Bulleid, 

President of the institution, was in the 

chair. Mr. Bulleid also presided at a 

luncheon which preceded the meeting. 

\mong those present were : 


Messrs. W. A. Agnew, J. E. Beckett, A. R 
Bell, L. Bigg-Wither, H. Bowley, Major F. 
Bramley, O. V. S. Bulleid, H. R. Carver, C. S. 
Cocks, B. W. C. Cooke, A. G. Corrie, B. J. 
Corrie, M. A. Crane, Lt.-ColonelC. G. Cotes 
worth, Messrs. E. S. Cox, A. C. C. Damant, 
Commander H. V. Gaud, Messrs. H. F. S. Gedge, 
F. Gibbins, W. S. Graff-Baker, Major H. Gres- 
ham, Messrs. S. R. Gresham, J. P. Hamer, R. 
Hamilton Wickes, Major H. A. Harrison, 
Messrs. H. Holcroft, R. Holland-Martin, J. 
Hutcheson, W. Kelway Bamber, A. J. D. Kitson, 
Cc. S. Lake, L. J. Le Clair, Ernest E. Lloyd, J. P. 
Maitland, E. W. Marten, R. E. L. Maunsell, 
R. D. Metcalfe, Lt.-Commander G. C. Miles, 
Messrs. Norman H. Morris, B. W. Palmer, 
K. R. Pearson, F. D. Playford, A. L. C. Purr, 
M. D. Robinson, Captain M. K. F. Saunders, 
Messrs. W. A. Stanier, A. Morris Stone, Lt.- 
Colonel E. Studdy, Messrs. N. W. Swinnerton, 
R. Thomas, J. S. Tritton, E. A. W. Turbett, 
J. W. Vaughan, J. F. B. Vidal, Captain W. J. 
Wakley, Major J. H. de W. Waller, Messrs. 
A. F. Walters, M. Weiss, H. Wilmot, W. Cyril 
Williams, A. Gordon Wilson. 


When the formal business of the meeting 


had been concluded Mr. Bulleid said that he 
thought it was in order to make some 
special reference to the largest overseas 
branch of the institution—the India Branch. 
He felt sure that they would be doing good 
service to the common cause by sending 
greetings and appreciation of the almost 
incredible work for the war effort which was 
being done in India. He expressed the view 
that if the whole of India had the grit and 
determination of the railwayman, there 
would not be anything to fear for India. 

Mr. Bulleid went on to say that at Charing 
Cross station there was ‘on show one of the 
Southern Railway’s new six-coupled goods 
locomotives of which 40 were being built, 
and he invited members of the institution 
and their. guests to visit it. They would 
find the design a little unorthodox in 
appearance, but he pointed out that it had 
been built ‘‘ not to look at but to do.” 
The endeavour had been to put in the 
biggest fire-box possible, and to do this 
everything else had been sacrificed. There 
w&e strict limitations on weight on the 
Southern Railway and steel was limited. 
Therefore it had been decided to use it on 
the boiler instead of elsewhere. He hoped 
that when they saw the engine they would 
forget their horror at the departure from 
the strictly orthodox, and would remember 
that beauty was skin deep. 








Questions in Parliament 


Lighting of Trains 

I am informed by the London Passenger 
Transport Board that the lighting of trains 
transferred to the electric system at Rick- 
mansworth is done by batteries which are 
charged by dynamos driven from the axles. 
The lighting of this rolling stock can be 
controlled only by the guard who must pass 
to each coach to switch the lights on or off. 
In order to avoid the delay to trains which 
would be thus involved, it is necessary to 
keep the lights on from Rickmansworth 
inwards. The loss of electric current which 
results is negligible. (Mr. P. J. Noel-Baker, 
Joint Parliamentary Secretary, Ministry of 
War Transport, April 29.) 


Treforest Trading Estate Halt 

The estimated cost of the railway halt 
serving the Treforest Trading Estate, 
including a shelter on the platform, is 
£8,543. Since it was opened about 60,000 
passengers have used this halt. This is 
considerably less than was expected and 
measures are being considered to divert 


further traffic from road services. (Mr. 
P. J. Noel-Baker, April 29.) 
Transport Facilities 

According to the information which I 


have now received, there are no substantial 
transport difficulties at Wolverhampton, 
either generally or for the workers of Guy 
Motors Limited. That company has in fact 
made a substantial contribution to the relief 
of the pressure on local transport services 
by staggering its hours of work, and it is 
now awaiting permission to extend its can- 
teen facilities. (Mr. P. J. Noel-Baker, 
April 29.) 


Railway Control Agreement 

Sir Frank Sanderson (Ealing—C.) on 
May 5 asked the Chancellor of the Ex- 
chequer what precedent there was for the 
Treasury having appropriating the profits 
of any industry to its own use before 
interest had been paid upon the fixed 





charges of that industry; whether he 
could state the amount of railway pre- 
ference stock that had not received the 
fixed rate of interest, and the amount of 
capital that had received no return; and, 
in view of the fact that the Treasury had 
secured a profit of over £21,000,000 under 
the Railway Control Order, would he con- 
sider a revision of the terms. 

Mr. P. J. Noel-Baker (Joint Parliamentary 
Secretary to the Ministry of War Trans- 
port), who had been asked to reply stated : 
The Railway Control Agreement closely 
resembles in principle that made during 
the last war. Under this agreement, receipts 
and expenses are pooled and the controlled 
undertakings are secured fixed annual pay- 
ments which considerably exceed their 
immediate pre-war net revenues. These 
payments are guaranteed during the period 
of control. In the Government’s view, it 
is a fair and reasonable corollary of such 
an arrangement that, if the total of the 
actual earnings exceeds that of the fixed 
annual sums payable to the undertaking 
under the agreement, the excess should 
inure to the Exchequer. No revision of 
the agreement is contemplated. In addi- 
tion to the receipts under the control 
agreement, the undertakings have other 
receipts not within the control. The rates 
of dividend paid out of these net revenues 
are a matter for the respective boards. In 
1941 full rates of dividend or interest were 
not paid on approximately {£92 millions 
of railway preference stocks and London 
Passenger Transport Board ‘‘C”’ stock. 
About £79 millions of railway ordinary 
stocks received no dividend. 


King’s Cross-Newcastle Service 

There is insufficient time between the 
arrival of the 7 a.m. train from Newcastle- 
on-Tyne at King’s Cross and its departure 
as the 3.50 p.m. to Newcastle to remarshal 
it so that the special section for Middles- 
brough shall always be at the rear of the 
train. The company is, however, examin- 
ing the practicability of meeting Mr. W. J. 
Stewart’s (Houghton-le-Spring—Lab.) sug- 
gestion that coaches which are taken off 
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at Darlington should be attached to the 
rear of the train thus allowing it to proceed 
on its journey without undue delay. (Mr. 
P. J. Noel-Baker, May 6). 








Parliamentary Notes 


Railway Companies Bill 

The Railway Companies (Thomas Cook 
& Son Limited Guarantee) Bill was read a 
third time in the House of Lords on April 29 
and passed. 

The Bill was read a first time in the House 
of Commons on April 30, and referred to the 
Examiners of petitions for Private Bills. 








The Men of Maudslay’s 


In Engineering of January 9 last, a 
letter from Mr. W. H. A. Robertson was 
published, inviting readers who had been 
employed by the famous engineering firm 
of Maudslay, Sons & Field, which closed 
down in 1900, to communicate with him 
with a view to arranging a reunion. Mr. 
Robertson’s’ efforts to trace former 
Maudslay men reached their fruition on 
Saturday, May 2, when some 15 met at 
St. Ermin’s, Westminster, S.W.1, as his 
guests at a luncheon. Among the ex- 
hibits were some early drawings of marine 
engines, and a plan of the Lambeth 
works, drawn from data supplied by Mr. 
F. Winterborne. Among those present 
were Mr. Joseph Maudslay, Mr. Cyril 
Maudslay, and the Bishop of Lewes (the 
Rt. Rev. H. Maudslay Hordern, M.A.), 
great-grandsons of Henry Maudslay; 
Messrs. H. Cecil Booth, J. M. Dewar, 
Walter T. Dunn, C. B. Collett, J. W. 
Harper, and J. T. Shepley; and Colonel 
P. H. Johnson. Mr. H. C. Booth contri- 
buted some entertaining recollections of 
‘*Maudslay Men and Methods,’ with 
special reference to the problems pre- 
sented by the construction and operation 
of the Great Wheel at Earl’s Court and 
its successors at Paris and Vienna. Mr. 
Joseph Maudslay recounted how he had 
gradually collected the set of original 
Maudslay standard taps and dies (which 
considerably antedated the Whitworth 
standards), now at the Science Museum. 
Mr. Walter T. Dunn then submitted the 
‘« specification ’’ for a Society of the Men 
of Maudslay’s, for the purpose of arrang- 
ing an annual meeting. Mr. J. M. Dewar 
supported the proposal, which was Car- 
ried unanimously. To mark the occasion 
Mr. Robertson had prepared a historical 
brochure containing a number of illus- 
trations of the works and their products, 
as well as portraits and a staff group 
dating from 1893. Mr. Robertson was 
elected first President of the new society; 
Mr. Dunn, Honorary Secretary & Trea- 
surer; and Messrs. Joseph Maudslay, Cyril 


Maudslay, and F. Winterborne, first 
members of the committee. Tt was 
agreed that the meetings should take 
place annually in London on the first 


Saturday in May. We understand that 
Mr. Dunn has the names and addresses 
of rather more than 20 former Maudslay 
men, forming the nucleus of the society, 
but it is believed that there are many 
more whose present whereabouts have 
not been traced. It is hoped that all 
former employees of the firm, either at 
Lambeth or at Greenwich, who have not 
already been in communication with him, 
will make themselves known to-* Mr. 
Walter T. Dunn, 72, Elphinstone Road, 
Hastings. 








































































































































































































Notes and News 


Port of Beira.—The London Committee 
of the Companhia de Mocambique states 
that customs receipts of the Port of Beira 
for January, 1942, amounted to £39,497, 
compared with £34,874 for January, 1941. 


Argentine Railways.—<According to a 
Reuters report, the Argentine Government 
has appointed a special committee to study 
the reorganisation of all Argentine railway 
regulations, and the improvement of the 
economic position of the companies. 


Companies Struck Off.—Among the 
companies recently struck off the register 
and dissolved are :—Cannon Street Station 
Catering Co. Ltd.; Ebbw Vale Steel, Iron 
& Coal Co. Ltd.; Smyrna International 
Ferry Service Limited. 


East Indian Railway Annuities. 
Notice is given that on March 31, 1942, in 
accordance with the provisions of the East 
Indian Railway Purchase Act, 1879, a total 
sum of /£8,385,052 was invested for the 
purpose of providing a sinking fund in 
respect of Annuities Class “‘ B’’ ; and under 
the East Indian Railway Company Sinking 
Fund Act, 1892, the total sinking fund 
investments for Annuities Class ‘‘C’’ and 
for Annuities Class ‘‘ D ’”’ were respectively 
£1,890,954 and £3,602,267. 


Waste Paper Aid to War Effort.—An 
exhibition entitled ‘‘ Waste Paper Goes to 
War ” was opened by Lady Louis Mount- 
batten at Selfridge’s on May 7. Lady 
Louis Mountbatten said that waste paper 
was vital to the combined operations of 
which her husband was at the head. Waste 
paper was needed for the initial planning 


of the operations, for the orders, maps, 
small arms, ammunitions, Bren guns, 
mines, mortars, smoke charges, shells, and 


for the motorboats that crossed the Channel. 


Great Southern Railways (Eire). 
For the 17th week of 1942 the Great 
Southern Railways (Eire) report passenger 
receipts of £34,393 (against £38,491), and 
goods receipts of £66,228 (against £54,626) 
making a total of £100, 621, against £93,117 
for the corresponding pe riod of the previous 
year. The aggregate receipts to date are 
passenger {£550,855 (against £600,470), 
goods £1,039,031 (against £861,482), making 
a total of £1,589,886 (against £1,461,952). 


Output of Machine Tools.—The Na- 
tional Machine Tool Builders’ Association 
of America has announced the _ highest 
output of any one month in its history. 
That was for December last, when ship- 
ments valued at $85,100,000 brought the 
year’s total to $775,300,000. Production 
in 1940° was estimated at $450,000,000. 
The association estimates that the number 
of workers employed in machine tool 
building plants at the end of 1941 exceeded 
110,000, as compared with 78,100 estimated 
to be employed in December, 1940. 


Skefko Ball Bearing Co. Ltd.—Sir 
Ralph G. C. Glynn, Bt., M.P., presiding at 
the ordinary general meeting on May 7, 
said that the balance sheet revealed the 
maintenance of the progress of the com- 
pany. The net profit for the year 1941, 
after provision for depreciation and taxa- 
tion, amounted to £170,599, which com- 
pared with £180,696 earned in the previous 
year. In view of prevailing conditions, the 
boarg’ considered the results satisfactory. 
Circumstances did not permit him to give 
a review of the company’s progress, but 
he was sure that it was the wish of the 
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shareholders that on their behalf and on 
that of'the board he should express appre- 
ciation of the most loyal support of execu- 
tive, office staff, and works employees 
during the past year, because this had 
never been more merited than at present. 


L.M.S.R. Experimental Two-Berth 
Sleepers.—On Monday last, May I1, ex- 
perimental two-berth first class sleeping 
cars made their appearance on the L.M.S.R. 
The end single-berth compartments on 
certain coaches have been converted and 
placed in service on the 9.15 p.m. Euston 
to Glasgow (9.20 p.m. on Sundays), and 
the 9.30 p.m. Glasgow to Euston, expresses. 
By reason of war conditions, the number of 
sleeping berths has been curtailed con- 
siderably, and this experiment is designed 
to provide additional accommodation on 
heavily-booked trains without adding to 
the weight of the train. 


Motor Carriers in the U.S.A.—The 
Interstate Commerce Commission, in its 
55th annual report, publishes summaries 
of the returns furnished by the Class I 
motor carriers. The Class I motor carffers 
are those having annual gross revenues of 
$100,000 or over. The number of Class I 
motor carriers of goods reporting in the 
calendar year 1940 was 1,093, with aggre- 
gate operating revenues of $474,544 338, 
and operation and maintenance expenses 
of $388,652,033. Depreciation, amortisa- 
tion, taxes, etc., brought this figure up to 
$453,625,356, leaving net operating revenue 
at $20,918,982, operating ratio being 95-6 
per cent. The corresponding figures for 
the 201 Class I motor carriers of passengers 
reporting were as follow: operating rev- 
operating and main- 


enues, $153,204,502 ; 

tenance expenses, $100,386,131, or with 
depreciation, etc., $134,462,786 ; leaving 
net revenue, $18,741,716, and ratio of 


working 87-8 per cent. 


Capital for Chilean State Railways. 
—According to The South American Journal, 
the first internal-debt bonds issued by the 
Chilean Government under the authority 
of the recently-enacted law No. 7140 pro- 
viding financial assistance to the State 
Railways have been authorised by the 
Minister of Finance to the amount of 
18,750,000 pesos. Decree 4272 of the 
Ministry of Finance authorises the State 
Railway enterprise to sell through the 
intermediary of the Bank of Chile, at a 
price of 80 per cent. of par; 6,250,000 pesos, 
nominal, in bonds of the internal debt 
issued in conformity with the decrees 
mentioned above. The railway enter- 
prise is also authorised to obtain credits 
against the price of these bonds at the 
Bank of Chile up to 80 per cent. of their 
nominal value. These credits can be con- 
tracted against promissory notes or in the 
form of overdrafts in current account, and 
they will be cancelled with the product of 
the sale of the bonds. 








Contracts and Tenders 


Orders have been placed in Germany by 
Roumania for the supply of 30,000 tons of 
rails, 8,000 tons of points and crossings, 
and 10,000 tons of bridge girders. Some 
3,000,000 sleepers are to be provided by 
Roumanian forests. 


The following orders have been placed 
by the South Indian’ Railway to the in- 
spection of Messrs. Wolfe Barry, Robert 
White & Partners :— 


Universal Grinding Wheel Co. Ltd. for 
grinding wheels. 
Samuel Osborn & Co. Ltd., and Arthur 
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Balfour & Co. Ltd. for a large number of twist 
drills 


The following contracts have been 
placed to the inspection of Messrs. Rendel 
Palmer & Tritton :— 

Bengal & North-Western Railway, 5 
superheater boilers for “‘P’’ class, 4-6-0 
locomotives, with W. G. Bagnall Limited. 
Madras & Southern Mahratta Railway, 
1 ‘“‘ XD ”’ type boiler for a 2-8-2 goods loco- 
motive and 12 ‘‘FM”’ class locomotive 
boilers, with the Vulcan Foundry Limited. 








British and Irish Railway 
Stocks and Shares 








Prices 
Stocks 23 3 
bs = May 
= «a ’ Rise/ 
1942 Fall 
G.W.R. © 
Cons. Ord. ... i 303 424 + 
5% Con. Pref. 1094 | 834 | 1144 ~ 
; Red. Pref. (1950) 105 | 9% 108 " 
4% Deb. . 1134 | 102% | 1124 ! 
44° Deb 15 | 105 1154 
44% Deb 1214 112 1223 1 
5% Deb 132 122 135 $ 
24 % Deb. ol 62% 73 - + 
® Re. Charge ooo | 1295 116 | 1323 . 
5% Cons. Guar. ....| 128 1103 | 129% a 
L.M.S.R. 
Ora nt It 19 1+ 3 
4% Pref. (1923) a 334 54 
4% Pref. 48} 73 ae 


re on 
5% > cee Pref. (1955) R: 77 994 


b. 52 97 =| «107 : 
% Red. Deb. (1982) 1104 1064 1094 — 
42 Guar... 100 853 103, - 
L.N.E.R. | 
% Pref. Ord. iad 32 23 33 5 
Del a ae 2 It if a 
2 First Pref. pa 524 33 54 — 
% Second Pref. 19 | 10 it — 
% Red. Pref. (1985) 794 | 52 ini 
% First Guar. . 904 744 964 - 
% Second Guar. ...| 80} 59 | 87} — 
33 Deb. sae «oo | ae 683 82 - 
32 Deb. 104 91 | 105 - + 
% Red. Deb. (1947) | 106 | 1024 | 104 = 
44° % Sinking Fund 1034 994% 1034 _ 
Red. Deb | 
SOUTHERN 
Pref. Ord. . ..| 65 | 43¢ | 648 = 
Def. _—_ vale oe x. 9 St (- ¢ 
5% | 77H | Ole es 
P Rea. Pref. (1964) 107 | 894 | 1084 ra 
~ Guar. Pref. 128 Hl | 1294 _ 
ri Red. Guar. Pref. | 1148 | 107} | 114} _ 
(1957) | 
4% Deb... ove | S82 102} 110} — 
5% Deb 1304 119 133 i 


i Red ‘Deb. (1962— 1084 102 1084 
— 108% | 1024 | 109% a 


FORTH BRIDGE | | 
4% Deb .| 998 | 905 | 1034 a 
4, Guar. san cl ae 854 1043 a 
T.B. | 
. te. ol 12042 | 109} 1204 -— 
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44% ‘T.RA.” 103t | 994 | 102 |— 4+ 
‘B me 117 102 17% |- 1 
“= 46} 283 404 _— 
MERSEY 
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BELFAST & C.D. } | 
Wie oss ona aan 4 | 4 9 |}; = 
G. NORTHERN 
Ord. ... eae aot OF 3 22% I+ é 
S. SOUTHERN 
Ord oi Sa ke ye 
gona © @ | 2 i- + 
Guar. . a 44 16 | 4244 |+ ¢ 
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The Buenos Ayres Great Southern 
Railway Company Limited 
que Directors of the Buenos Ayres Great Southern 
Railway Company Limited, hereby give notice 
that the Register of Debenture Stockholders of the 
Company will be closed from Thursday, the 14th May 
to Thursday, the 21st May, 1942, both days inclusive. 
By Order of the Board, 
N. F. E. GREY, 
Secretary. 


THE RAILWAY GAZETTE 


OFFICIAL NOTICES 





T is desired to secure the full commercial develop- 
ment in the United Kingdom of British Patent 
No. 505,136, which relates to Improved Means for 
Securing Railway Rails to Sleepers, either by way of 
the grant of licences or otherwise on terms acceptable 
to the Patentees. Interested parties desiring copies of 
the patent specification and further particulars, should 
apply to STEVENS, LANGNER, PARRY & ROL- 
LINSON, 5 to 9, Quality Court, London, W.C.2. 
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QFFICIAL ADVERTISEMENTS intended for 

insertion on this page should be sent in as 
early in the week as possible. The latest time for 
receiving official advertisements for this page for the 
current week’s issue is 9.30 a.m. on the preceding 
Monday. All advertisements should be addressed to :— 
The Railway Gazetie, 33, Tothill Street, Westminster, 
London, S.W.1. 








Railway ‘and Other Reports 


Leopoldina Railway Co. Ltd.—Holders 
of the 4 per cent. debenture stock on the 
register on May 6, 1942, will receive on 
June 1 interest at 2 per cent. (actual), less 
tax, in respect of the six months ended 
December 31, 1937. 


Entre Rios Railways Co. Ltd.—Pay- 
ment is to be made of arrears of interest 
on the 4 per cent. debenture stock of 2 per 
cent., less tax, for the half-year to Septem- 
ber 30, 1938, plus interest thereon at 5 per 
cent. per annum. 


La Guaira & Caracas Railway Co. 
Ltd.—A payment of 24 per cent. is being 
made on June | on the 5 per cent. debenture 
stock for the half-year to September 1, 
1937, together with interest on arrears 
at fhe rate of 5 per cent. per annum to 
August 31, 1939, making a total payment 
of 2? per cent., less tax. 

Guantanamo & Western Railroad 
Company.—Railway operating revenue 
during the year ended June 30, 1941, 
amounted to $923,408, as compared with 
$1,004,024 in the preceding year. Operat- 
ing expenses decreased from $858 810 to 
$810,532, leaving a net revenue of $112,876, 
compared with $145,214. After all charges 
to income, the net loss for the year amounted 
to $19,655, compared with $29,802. 


Pennsylvania Railroad Company.— 
Dividends of 4 per cent. on capital stock 
were paid for 1941 from the net income of 
$52,383,958, which was higher by 
$6,145,708, or 13 per cent., than that for 
1940, and the amount transferred to profit 
and loss was $22,079,080. For 1940 
dividends totalled 3 per cent. Operating 
revenues in 1941 were $614,041,164, an 
increase of $136,447,756, or 28-6 per cent. 
Total operating expenses amounted to 
$442 677,275, an increase of $104,222 597, 
or 30-8 per cent. Net railway operating 
income was $97,102,488, an improvement 
of $10,603,002, or 12-25 per cent. Gross 
income reached $138,765,583. Freight 
revenues were $477,008,587, an increase of 
$113,498,281. 


Silverton Tramway Co. Ltd.—This 
company, incorporated in Victoria, owns 
a railway of 36 miles on the 3 ft. 6 in. 
gauge from Cockburn in South Australia 
to Silverton and Broken Hill in New South 
Wales, forming a link between the railway 
systems of the two States. The under- 
taking is now under the control of the 
Commonwealth authorities. For the year 
ended June 30, 1941, an interim dividend 
was paid of Is. a share, followed by a final 
payment of 9d. a share, making a total 
of Is. 9d. a share. In a circular to share- 
holders the board states that revenue for 
the half-year to December 31 last was 
slightly in excess of that for the correspond- 
ing period of 1940, and expenditure regis- 
tered only a small increase. In view, how- 
ever, of present conditions, of the uncertain 
position of the war in the Far East, and of 


the difficulty of calculating the rate of 
future taxation, the directors do not propose 
to authorise the payment of an, interim 
dividend. 


Southern Pacific Company.—Operat- 
ing revenues in 1941 were $297,786,326, 
against $231,932,280, and total operating 
expenses rose from $169,268,712 to 
$203,985 ,627. Net railway operating 
income rose by $24,971,442 to $57,437,301, 
and the income available for fixed charges 
amounted to $64,266,316, compared with 
$39,178,303 in 1940. Fixed charges took 
$29,507,739, a decrease of $354,953, leav- 


ing net income $25,442,967 higher, at 
$34,758,578. Average mileage operated 


was 13,005, against 13,043 in 1940. Revenue 
freight in 1941 amounted to 63,281,037 
tons, compared with 48,331,657 tons in 
1940, and the number of revenue passengers 
carried rose from 9,226,054 to 10,257,461. 


Potteries Motor Traction Co. Ltd.— 
This company, a subsidiary of the British 
Electric Traction Co. Ltd., earned a profit 
of £74,653 in 1941, against £85,237 for 1940. 
A sum of £25,641 (£30,000) is transferred 
to reserve, and the dividend for the year 
is maintained at 10 per cent., leaving 
£20,757 to be carried forward, against 
£25,870 brought in. Net traffic and other 
receipts in 1941, after depreciation, were 
£284,505 (£226,991). Taxation absorbed 
£132,000, against £67,000. 


Associated Equipment Co. Ltd.—The 
directors have declared an interim dividend 
at the rate of 6d. a £1 unit of stock, free of 
tax. 

Coventry Machine Tool Works 
Limited.—A dividend of 8 per cent., less 
tax, for 1941 is recommended, against nil 
for 1940. Six per cent. was paid for 1939. 


Brush Electrical Engineering Co. 
Ltd.—For 1941 a dividend has _ been 
declared of 6 per cent., less tax, on the 
ordinary capital. This is the first distri- 
bution since 1930. 


Laurence Scott & Electromotors 
Limited.—Net profit for 1941, after 
charging E.P.T., is reported as £95,856 
(£119,178). Dividend on the “A” and 
““B” ordinary shares is 12} per cent., 
against 15 per cent. 


Hadfields Limited.—Trading profit for 
the year 1941, after depreciation and taxa- 


tion, was £259,271 (£297,496). After 
deducting debenture interest, pension 


scheme contributions, directors’ fees, etc., 
and a new item of £32,031 for war damage 
insurance, the net profit was £198,904 
(£259,621). The final dividend is 15 per 
cent., again making 224 per cent. for the 
year, leaving £659,022 to be carried for- 
ward, against £588,167 brought in. A\l- 
though every department was fully em- 
ployed and output again beat all records 
in the company’s history, profits were lower 
because of war damage insurance and 
increased taxation. 


Quicktho (1928) Limited.—Profit to 
January 31 last was £67,398 (£39,937). 
Deducting £59,904 for taxation and depre- 
ciation and £450 for directors’ fees, leaves 
a balance of £7,044. The dividend of 
41 per cent. is the same, and £4,000 (£3,500) 
is appropriated to reserve. Amount carried 
forward is £3,356 (£2,916). 


P. & W. Maclellan Limited.—Net 
profit for 1941 after taxation and con- 
tingencies was £40,655 (£52,500) and £7,392 
was brought in, making a total of £48,047. 
Debenture interest again requires £6,561, 
and the directors propose to transfer 
£7,500 (£10,000) to depreciation and £5,000 
(£15,000) to reserve and again recommend 
an ordinary dividend of 6 per cent. leaving 
£8,466 to be carried forward. 





Clayton Dewandre Co. Ltd.—For the 
year 1941, the trading profit, after providing 
for E.P.T., was £83,482, against £77,080 for 
1940. Deducting income tax £26,350 
(£13,977), depreciation, and other items, 
leaves a net profit of £36,237 (£41,937). 
The directors place to general reserve 
£7,500 (£5,000), and pay a final dividend 
of 6 per cent., making 10 per cent. for the 
year (same) and carry forward £9,256 
(£8,819). A year ago £8,000 was transferred 
to undivided profits account. 


Vickers-Armstrongs Limited.—The 
accounts for 1941 show a profit, after taxa- 
tion, of £1,931,023 (£1,963,527). Deprecia- 
tion takes £1,160,000, an increase of 
£160,000, leaving the net balance at 
£771,023, as against £963,527. Preference 
dividends, less tax, require £318,494, com- 
pared with £366,268 in 1940, and the 
ordinary dividend is 5 per cent., tax free, 
taking £393,221, and leaving £268,896 to be 
carried forward, against £209,588 brought 
in. For 1940 the ordinary dividend was 
7 per cent. tax free. 


Pinchin Johnson & Co. Ltd.—A final 
dividend of 6 per cent. for 1941 is 
announced, maintaining the total distribu- 
tion at 84 per cent. Trading profit, before 
providing for taxation, is £310,859, which 
is £19,488 smaller than for 1940, but this 
time stocks worth £19,471 in enemy hands 
are not taken into account. Taxation takes 
£180,000 (£133,500), and £20,000 is applied 
to contingencies, etc. The carry forward is 
£151,772. A year ago £54,897 was trans- 
ferred to reserve for depreciation of invest- 
ments and contingencies. 








Forthcoming Meetings 


May 19 (Tues.).—San Paulo (Brazilian) 
Railway Co. Ltd. (Ordinary general), 
Abercorn Rooms, Bishopsgate, E.C.2, 
at 12.30 p.m. 


May 25 (Mon.).—Companhia de Mocam- 
bique (Extraordinary general), 10, 
Largo da Biblioteca Publica, Lisbon, 
at 11 a.m. 
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Railway Stock Market 


Earlier in the week Stock Exchange 
markets were influenced mainly by the 
encouraging tone of the Prime Minister’s 
speech, and movements in most classes of 
securities showed an upward trend. Rail- 
way stocks participated in the better 
tendency, but there was no material im- 
provement in the general volume of 
business, and British Funds continued to 
attract main attention. Among home rail- 
way stocks, further gains were recorded 
among the junior issues. Sentiment was 
not affected by the statement that no 
revision of the Government agreement is 
being contemplated; it had not, of course, 
been anticipated in responsible quarters 
that any such revision could be ex- 
pected. Moreover, the demand for in- 
creased wages by the locomotive engi- 
neers was not a market factor, because it 
is realised that wages increases will not 
affect the annual rental paid to the rail- 
ways under the wartime agreement. 
There were a few fractional declines in 
home railway prior charges, due partly 
to a tendency to exchange into some of 
the higher-yielding preference issues, but 
the prior charges remained in small supply 
in the market and are expected to con- 
tinue firmly held. Recent buying of 
junior stocks is reported to have been 
in a large measure on the part of in- 
vestors who are prepared to take more 
than a short view and to hold on the 
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in 


Among the better tendency; the second and first 
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Traffic Table and Stock Prices of Overseas and Foreign Railways 
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§ ex dividend 


Testi tae Waati x Aseregate Teaffies to dete Prices 
Miles : ai hares 
Railways open a - > Totals s fe a ae a 
1941-42, Ending Total Inc. or Dec. | : Increase or Stock ax $% | =z | 3s 
. nag = oe 
this year ag 3 This Year Last Year Dewees F 5 = s<z 
£ é £ £ 
Antofagasta (Chili) & Bolivia 834 3.5.42 23,480 + 6,190 18 377,400 314,400 + 63,000 Ord. Stk. 103 3H) 94 Ni 
Argentine North Eastern ... 753 2.5.42 ps. 201,600 +ps.122,600 44. ps. 7,757,300 ps. 6,340,800 + ps.I,416,500 4 I 34 Nil 
Bolivar A hea oui 174. Apr.,1942 330 + 418 | 17 18,485 14,932 + 3,526 6 p.c. "Deb 5 5 9 Nil 
Brazil . = jn _ ~ — — . a — Bonds 8 244 104) Nil 
Buenos Ayres & Pacific ...| 2,80! 2.5.42 ps. 1,660,000 + ps. 44,000 | 43 ps. 62,131,000 ps.61,195,000 + ps.936,000 Ord.Stk.| 7% 14 43 Nil 
Buenos Ayres Great Southern 5,080 2.5.42 ps. 2,359,000 ps.106,000 | 44 ps.107,565,000 | ps.97,409,000 + ps,10,156,000, Ord. Stk. 103 34 8 Nil 
Buenos Ayres Western .- $,930 2.5.42 ps. 726,000 —ps.259,000 44 ps. 37,451,000 | ps 34,081,000 + ps.3,370,000 oe 4 24 63 ~—=sSONl 
Central Argentine ... .-- 3,700 2.5.42 ps. 1,717,500 —ps.343,500 | 44 ps. 77,047,050 | ps.70,795,350 + ps.6,251,700 i +4 2b 6 Nil 
Do — — — — — _ — _ Dfd. $ 34 Ni 
Cent. Uruguay ‘of M. Video. 972 2.5.42 31,211 + 3,288 44 1,105,675 1.004,746 + 100,929 Ord. Stk. 94 ! 6 Nil 
Costa Rica oes . 262 ~Mar., 1942 20,547 — 4,519 38 201,023 177,738 + 23,285 Stk 154 114 13) Nil 
Dorada os ann ae 70 Mar., 1942 12,300 — 200 13 33,484 36,700 — 3,216 |! Mc. Db. 97 97 904 64 
Entre Rios ne oi 808 2.5.42 ps. 250,800 + ps.83,600 | 44 os. 11,283,900 ps.9,318,000 + ps.!,965,900 Ord. Stk. 6+ $ 5 Nil 
Great Western of Brazil ... 1,030 2.5.42 8,200 + 500 18 188,700 186,300 + 2,400 Ord. Sh. W/-| t/- Nil 
International of Cl. Amer. ... 794 | Mar.,1942 $180,385 + $71,407 | 12 $513,825 $293,176 + $220,649 —_— - —_ — _- 
Inceroceanic of Mexico are — — = - } — ist Pref 2 6d. $ Nil 
La Guaira & Caracas... ae 223 Aor. 1942 6,308 + 393 (17 26,170 24,910 + 1,260 — ~- — _ _— 
Leopoldina ... ose -- 41,918 2. 5.4 42 30,703 + 8,453 18 526,861 421,220 + 105,641, Ord. Stk. 4 4 Nil 
Mexican i an 483 30.4.42 ps. 505,800 +ps. 83,100 18 ps. 5,992,900 ps. 5,422,500 + ps. 570,400 — é 4 3, Ni 
Midland of Uruguay net 319 Mar.,1942 15,425 + 2,128 | 37 122,616 107, _ + 14,631 _ - _ = — 
Nitrate sa sas 386 30.5.42 5,381 + 2,172 | 17 47,086 34, + 12,900 Ord.Sh. 66% iH 34% 
Paraguay Central... “a 274 1.5.42 $4,092,000 + $719,000 44 $155,725,000 | $142,471 "000 + $13,254,000 Pr.Li.Stk. 43/- 29 424. 14 
Peruvian Corporation . 1,059 ‘Apr., 1942 80,727 + 12,247 | 43 752,443 646.4 66 + 105,977 Pref. 6+ 1H) 94 Ni 
Salvador as F pre 100 \Mar., 1942 c 126,000 + 16,000 37 ¢ 782,172 ¢ 617,683 + c 164,489 — — —_ oo — 
San Paulo ose one ine 1534 19.4.42 32,608 — 2,854 | 16 543,65 552,294 — 8,644 Ord. Sek. 52 244 434 44 
Taltal ... ane ae 160 Mar.,1942 3,900 + 1,270 | 39 39,01 25,140 + 13,875| Ord. Sh. | 6/- If Nil 
United of Havana... ove] 1,346 2.5.42 60,863 + 23,530 | 44 1,345,699 1,055,803 + 289,896 Ord. Stk. 24 3 Nil 
Uruguay Northern ... is 73° Mar.,1942 1,176 + 2 37 1,1! 10,308 |+ 824 o _ _— = — 
« 
3 ( National ... ..-| 23,562 30.4.42 1,816,200 + 233,600 | 18 21,587,800 17,869,400 + 3,718,400 _ _ —_ — - 
& \Canadian Pacific... e--| 17,139 | 30.4.42 1,367,400 + 249,800 18 15,653,200 12,413,400 + 3,239,800 Ord. Stk. 13% 7é) II Nil 
UO 
’ 
O? Barsi Light ony 202 = Jan.,1942 11,805 — 3,525 | 45 137,482 135,210 + 2,272 _ -- = 
oo ( Bengal & North Westerr. .... 2,090 | Mar., 1942 267,150 — 9,167 | 26 1,637,135 1,588,900 + 48,235, Ord. Stk. 345 253 338} 54 
3! Bengal-Nagpur 3,267 20.2.42 300,150 + 8,254 48 8,793,958 8,008,824 + 785,134 o 101 954 | 93 4% 
= | Madras & Southern Mahratta | 2.939 10 2.42 203,625 + 19,725 | 47 5,266,920 6,223,640 + 956,720 oo 1057, 101; 96 7} 
— | Rohilkund & Kumaon mck 571 Mar.,1942 59,925 — 11,425 | 26 326,689 357,677 — 30,988 o 342 | 290 | 3444 34 
t ‘South Indian 4 .--| 2,402 20 2.42 141,944 + 13,167 | 48 4,722,493 4,071,460 + 651,033 a 100 91 33 
Beira ... hd ae 204 | Feb.,1942 80,141 -- 21 368,472 —_ = o -- _ - 
Egyptian Delta are --| 607 28.3.42 8,235 + 2,841 | 49 315,364 224,034 + 91,330, Prf. Sh. 14 29/-| 24 Nil 
Manlia we) oo - - — — - — — B.Deb. 68 45 | 30 II 
Midland of W. ‘Australia in 277 =~Dec.. 1941 18,945 + 6,706 | 21 122,537 91,124 + 31,413 Inc. Deb. 904 854 894 St 
Nigerian pa. ...| 1,900 28.2.42 97,375 + 29,933 | 47 2,894,620 2,124,026 |+ 770,594 «— = —-|- _ 
Rhodesia ons i | 2,442  Feb., 1942 473.307 — 21 2,373,268 — _ _ — —-|— - 
South Africa ... es eo] 13,291 14.3.42 814,746 + 48,738 | 50 38,403,766 34,808,803 |+ 3,593,963 os == —-|— _ 
Victoria on one «| 4,774 Cec., 1941 1,250,508 + 240,622 | 25 6,627,999 5,615,574 |+ 1,012,475 aa -— _-|- - 
Note. Yields are based on the approximate current prices and are within a fraction of Argentine traffics are given in pesos 
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